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The First Year of War 

TOMORROW completes a calendar year of the war 
which began with the German invasion of Poland and 

has since spread throughout the major part of Europe and 

has also affected most other parts of the world. We gather 


that some of our readers were surprised, therefore, in 
noticing that our regular weekly feature, ‘‘ Transport 


Wal last week bore the serial number 
The explanation, of course, is that public train 
although in the main continuing normal opera- 
tion until the ultimate stages of the crisis, began to suffer 
some disturbance on August 27, 1939, and the first article 
of our series (entitled Transport Services and the 
was actually published a few hours before the 
invasion of Poland. Even in Great Britain such events as 
the first mass evacuation, and the assumption by the 
Minister of Transport of control of the British main-line 
railways and London Transport, preceded the entry of 


Services and the 
52.” 


services, 


Crisis i 


Great Britain into the war. The week-by-week changes, 
which have resulted in by far the greatest transport 
upheaval the modern world has ever seen, have been 


corded in our columns so far as prudence permits. At 


present the practically-continuous series of air raids by 
R.A.F. on military objectives in German-occupied 
territory, and the assaults of the German Luftwaffe on 
Great Britain, have provided internal transport operators 
with unprecedented problems. Karly in the war we 


xpressed the view that the key to victory would be found 
n transport, and the repeated attention which the R.A.F. 
has devoted to important German transport centres 
Hamm marshalling ya has been visited 53 times 
ampiy shows that the events of the first year of war have 


nded to support this view. 


rd alon 


* * 


Increasing Need for Arms Workers 
As the need f{ 

the Minister of Labour & 

both to augment thi 


employees for munitions works increases 
National Service is taking further 
supply and to obtain the full use 
of available personnel. An appeal is being made to all em 
] ctories are engaged on munitions production 
for employment elsewhere than in their 


] ] 


1¢] temporarily without occupation. In 


order that employers may not be deterred by fear of per 
manent loss of workpeople from notifying the nearest local 
fice of the Ministry when men are available, it is being 


made clear that the plan includes the return of the men to 


who releases them when they are again required 


the employer 


by him Obviously some difficulty must be expected to 
irise in implementing an arrangement of this kind, but at 
least the intention is clear. In order to avoid constant and 


disturbance asked 


undue employers are not to notify th 
tilability of men who will be required again within three 


days [he Minister is also anxious that employers should 
ppreciate the necessity of instituting schemes in their works 
for the training of employees in order that the total pool of 


be expanded in this way. The Ministry’s own 
training centres are being increased and highly skilled men 
ipable of imparting their knowledge to others are urgently 


workers may 


quired to act as instructors It is estimated that som 
2 000 additional instructors will be needed within the next 


two months It is hoped that when the number of training 
shortly increased from 19 to 40 the rate of training, 
shift the rate of 200,000 


workers a Veal 


itres is 


on three system, will rise to 


* es 


Extension of Unemployment Insurance 


On September 2 non-manual workers remunerated at a 


ite exceedil €950 but not exceeding £420 a year become 
insurable against unemployment under the Unemployment 
Insurance Act, 1940 Similar provisions come into force in 
Northern Ireland on the same date Under the Unemploy 


pent Insurance 


Emergency Powers (Amendment) (No. 3 
' 
Regulations, 1949, 


provision is made for the exception of 
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certain persons who ar brought into unemployment insur 
ance as from September 2, but whose employers hold certi 
ficates of exception granted by the Minister of Labour & 
National Service under Section 3 of, and Part III of the first 
Schedule to, the Unemployment Insurance Act, 1935. Under 
the Unemployment Insurance (Emergency Powers) Regula 
tions, 1939, the granting of fresh certificates and identification 
of persons under existing certificates is suspended during 
the war. The regulations now made give the Minister power, 
for a limited period only, namely, up to November 1, 1940, 
to grant new certificates to past and present holders of certi 
ficates and to permit the exception under these and existing 
certificates of eligible persons among the class of non-manual 
workers who would otherwise be required to pay contribu 
tions on September 2. The only employers entitled to hold 
certificates are Government Departments, public or local 
iuthorities, railway companies, public utility companies and 
undertakings (gas, water, hydraulic power, electricity, doc ks, 
canals, and transport), and bodies whose employees have 
rights ina statutory superannuation scheme. 


* * * * 


Trans-Zambesia Railway Loan 

Mr. W. M. Codrington was able to give shareholders of the 
Nvasaland Railways Limited some interesting details as to 
the working of the Colonial Development & Welfare Act when 
he addressed the annual general meeting on August 15. He 
declared that Nvasaland would undoubtedly share in_ the 
benefits to be derived from the Act. Among its provisions 
was one for the extinction of Nvasaland’s debt to the 
Treasury for advances to enable the former to meet its 
liabilities arising out of the Trans-Zambesia Railway guar 
intee, amounting to £1,255,021. The Royal Commission 
presided over by Lord Bledisloe recommended that not only 
should the Nyasaland debt to the Treasury for the Trans 
Zambesia Railway guarantee be extinguished, but also that 
the 6 per cent. debentures of the Trans-Zambesia Railway, 
which are guaranteed by Nyasaland, should be converted to 
interest, and that the Treasury should 
issume responsibility for the Nyasaland guaranteed loans 
Without going as far as that, the steps which have been 
taken will relieve Nyasaland’s burden of indebtedness. The 
loan to the Trans-Zambesia Railway Co. Ltd. by the Nyasa 
land Railways Limited, guaranteed by the Nyasaland 
Government, was for the construction and equipment of 
24 miles of additional line connecting the terminus at Murraca 
with the bridge built by Central Africa Railway Co. Ltd. 
over the Zambesia River 


. lower rate ot 


What is a ‘‘Local’’ Train 


Webster has it that a ‘‘ local railway train is one ‘‘ for 
the accommodation of a certain district,’’ and this would 
appear to be the general interpretation put upon the term 
by the ordinary person In railway phraseology the words 

express,’’ semi-fast,’’ and ‘“‘ local’’ are accepted as 
signifying trains belonging to certain well-understood cate 
gories, and the “ local ’’ is usually one that stops at all, o1 
nearly all, the stations of a relatively small district How 


ever, the term is also applied, somewhat loosely we think, to 
semi-fast stopping trains covering much longer distances 
even of 100 to 130 miles—where runs of from 20 to 30 miles 
ire sometimes made without any intermediate stop, and at 
relatively high speeds. Such trains would appear more cor 
rectly to belong to a category other than ‘‘ local,’’ and 
should be designated ‘‘ semi-fast’’ or even main-line 
stopping trains, the more so when, as often happens, all 
station trains connect with them at certain points for the 
purpose of filling in the gaps left by the faster ones which 
for the next half hour or more run through all the stations at 
which the real ‘‘ local one calls 


. Xe * 
Government Contracts Co-ordinated 
ordination of Govern 
ment contracts, the Treasury proposes to appoint a Chair 


man of the Contracts Co-Ordinating Committee. In this it 
will be adopting in part a recommendation of the Select 


lo effect an improvement in the c¢ 
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Committee on National Expenditure which urged that one 
his functions would be to ensure that no question y 
neglected for lack of someone with sufficient seniority 
leisure to attend to it. The Treasury does not agree w 
the recommendation in so far as it appeared to contemp! 
an officer with a general responsibility for contracts o 
and above the individual directors of contracts. The Treasu 
is anxious to maintain the present position under which { 
responsibility for the terms of specific contracts rests in 
last resort with the Minister. In its view the function 
the permanent chairman should be limited to keeping 
touch with the directors of contracts, to arranging for cent: 
discussion of problems, and to seeing that decisions are tak« 
He would also see that, once general agreement had bx 
reached, departmental difficulties were submitted to respo 
sible officers and expeditiously solved rhere can be litt 
doubt of the desirability of some single authority wit 
powers to co-ordinate Government contracts—the need 
likely to grow with the progress of the war—but if tl 
ippointment is to be fully effective it is essential both that 
vigorous and highly competent person should be select 
and that he should be endowed with wide discretion and tl 
necessary authority to enforce decisions promptly. 


a oa 


Increased Average Speeds 

Greatly increased maximum train speeds usually requir 
careful and lengthy preliminary preparation by the mechanical 
engineering and the traffic departments, and the necessar 
work is no less complicated when endeavours are being mad 
to attain that much truer railway operating objective of ai 
appreciable increase in end-to-end speed with little or n 
increase in the maximum speed. Changes in track alignment 
or modifications to signalling may not be so numerous as whet 
very high speeds are contemplated, but improvements ti 
curves and to point and crossing work, and reductions in thi 
number and severity of speed restrictions must be just a 
comprehensive, in order to reduce the number of times thi 
train has to be braked and then accelerated Fuelling 
arrangements may have to be re-planned or the coal and water 
capacities of the tenders enlarged in order to shorten ot 
eliminate service stops, and for the same reason energetic 
steps may have to be taken to smarten up passenger station 
working. Level crossing abolition may be another factor 
leading to acceleration. The principal contributions to be 
made by the mechanical engineer are the provision of greatet 
power at all speeds without a corresponding increase in weight 
and the diminution of the rolling stock weight. All the above 
steps can be taken without change in the type of motive 
power, but, under severe conditions of load, profile, traffic, 
or transport difficulties, it may be necessary to change from 
steam to diesel or electric power before any appreciable 
improvement can be gained. 


* * 
Pullman ‘‘ Staterooms ”’ 


Fiction writers often place U.S.A. scenes in what they 
term Pullman “‘ staterooms,’’ but we have the authority of 
The Mutual Magazine (the official publication of the Mutual 
3eneficial Association of Pennsylvania Railroad Employees 
Inc.) for the statement that the term has not been applied 
in railway circles for more than half a century. Steamships 
and steamboats still use the designation, but enclosed Pull 
man apartments are now drawing rooms, compartments, bed 
rooms, duplex rooms, or roomettes he first all-Pullman 
built vehicle, the Pioneer, had something approximating to a 
room, in the form of a semi-enclosed section with curtains 
Apparently the first real room with private toilet annex 
appeared in 1874, and until the ’80s it was called a stateroom, 
but since then has been known as a drawing room. Ths 
origin of the term stateroom is obscure, although the meaning 
on both railway vehicles and ships was clearly to indicate 
accommodation better than the average. An American theor, 
is that the word originated on the old Mississippi River 
steamboats, where the private rooms were given the names 
of States of the Union instead of beine numbered. The 
topmost deck, containing the quarters of the officers, was 
and still is—called the “‘ Texas,”’ presumably because of size, 
although consisting of half a dozen cabins. 
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‘.T.C. in the United States 
The extent to which the centralised traffic control system, 
which a few examples exist in Europe and the British 

Jominions, has been adopted in the U.S.A. is shown by a 

ible in the recent advance notice of the forthcoming meet 
in Washington of the Signal Section of the Association 

American Railroads. On January 1, 1939, there were no 
wer than 185 installations, controlling 1,600 route miles, 
ith 1,301 sets of points, and 3,447 controlled and 1,676 
tomatic signals. The Missouri Pacific had 37 installations, 

Boston & Maine 17, the Burlington 15, and other lines 
om 1 to 9 each. The Burlington has the longest single 
ivision worked on this system under one dispatcher, namely, 
at between Denver and Akron, 112 miles, with the control 
iachine located at Brush, Colorado. It was over part of 
ese lines that the Burlington placed in service in 1914 one 

f its earliest A.P.B. single-line automatic semaphore signal 
istallations; light signals have now replaced the semaphores. 
fhe whole of the Burlington main line from Chicago to 

Denver, 1,034 miles, has had continuous track circuiting 

e December, 1927, and the railway has long enjoyed one 
f the finest safety records in the world. 


Valve Settings in Modern Locomotives 


Discussing the possibilities of economically increasing the 
power of existing locomotives to meet modern conditions, 
Mr. J. L. Ryan, Mechanical Engineer of the St. Louis-San 
Francisco Railway, in a recent paper defined one of the 

mean 


problems as that of providing the highest possible 


ffective pressure at piston speeds of 1,200 ft. per min. and 
higher. By simply increasing the steam lap of a 2-8-2 
igine from 1} in. to 2} in. and widening the port from 


12 in. to 2%; in. the power was increased by one-third at 
pproximately 35 per cent., and over one fifth at about 
cent. cut-off, the locomotive operating at piston 
speeds approximating to 1,000 ft. per min. in each case 
Indicator cards taken from a 2-8-2 freight engine at piston 
speeds of 1,041 and 1,016 ft. per min. and cut-offs of 38 and 
52 per cent. respectively, and at 237 lb. boiler pressure in 
ich case, showed mean effective pressures at the head end of 
91-3 and 111:5 lb. per sq. in., and at the crank end 92:3 
nd 115-0 Ib. per sq. in. The total engine horsepower 

3,258 and 3,920. This engine had 27 in. x 
32 in. cylinders, 64 in. wheels, 14 in. piston valves with a 
maximum travel of 8} in. The lap and lead were 17 in 
ind jin. respectively, and there was no exhaust clearance: 
rhe use of large diameter valves does not necessarily mean 
xcessive weight. Lightweight built-up valves using metal 
having a wall thickness of j# in., and steel castings of } in. 
section have been standard for several years on the St. Louis 


50 per 


ce veloped Was 


San Francisco Railway 


Travel Sickness 
Among the 


forces must be 


deprivations of war for some members of the 
counted that of being so situated that oppor 
and even the sight of a 
Consciousness of what 
Perhaps in 
some sad night watch his vigilance begins to flag, until sud 
denly all else is blotted out by the mental picture of, let us 


travel are rare, 
train something to be remembered. 


lis spirit lacks steals upon the sufferer slowly. 


: ae 
tiniti ror 
unities for railway 


say, King’s Cross station at ten o'clock on a_ peacetime 
morning. So intense is the vision that a descending para 


chutist soliciting advice at that moment regarding suitable 
bjects for sabotage, would doubtless be courteously advised 
to address himself to the enquiry office on No. 10 platform. 
rhis is no deficiency to be made missing 
vitamin, with an apothecary’s tablets. The sickness feeds 
upon itself, and even in contemplating the sublime austerities 
f Bradshaw there is no lasting comfort. Nor can the victim 
expect much sympathy from his comrades in arms, whose 
utilitarian transport usually met by the fleet 
though uninspiring motorbus, or the toilsome bicycle. His 
consolation must be to think how little peace will mean t 
them, compared with his own rapture when once again every 
booking office and notice board entreats his custom, instead 
of reminding him that food, guns, and shells must come first. 


good, like a 


needs are 
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Raising Railway Charges 


‘Sree has been ample evidence that the point relating 

to the procedure adopted in the adjustment of railway 
charges under the financial agreement with the Government 
which we emphasised in THE RatLway GAZETTE last week, 
was widely misunderstood, as we suggested, despite its funda- 
mental importance to the whole question of railway charges 
under the wartime control arrangements. It is, all the more 
satisfactory, therefore, that when the public inquiry into 
the proposed increase of 6-8 per cent. in charges from Octo- 
ber 1 was opened at Bush House on August 26, early 
yccasion was taken to make a statement of the position and 
to correct the mistaken impressions which had been formed 
by practically the whole of the lay press and the general 
public. The result has been well worth the trouble taken 
in the composition of a clear exposition of the procedure, for 
the daily press as a whole, and particularly the more influ- 
ential sections of it, have given prominence to the matter 
which should go far to offset previous misstatements. Mr. 
Alfred Tylor, who is appearing before the Consultative Com 
mittee on behalf of the Railway Executive Committee, in 
his opening statement said that the public was under some 
misapprehension, as the general impression was that this was 
an application by the railway companies and the transport 
board to increase charges. This, he said, was incorrect, the 


facts being: 


‘|—The Railway Executive Committee as agent of the Minister has the duty of 
making a quarterly review of the variations in working costs and other conditicns cue 
to the war and of submitting its estimate of the effect of those variations. If the Railway 
Executive Committee considers that the sum involved in those estimates is sufficient 
to justify an increase in charges, the committee must make, and submit to the Minister, 
proposals to that end. 

‘* 2. The Minister then considers the estimates and proposals of the Railway Executive 
and he determines what sum, if any, has been substantiated as an increase in working 
costs. The Minister, unless he considers it unnecessary, then seeks the advice of the 
Charges (Railway Control) Consultative Committee as to the best method of increasing 


charges to produce the requisite sum. 
**3--If on the other hand the quarterly review reveals a reduction in costs the 


Minister will make an Order reducing charges.’ 

I think,’’ concluded Mr. Tylor, ‘‘ that I have made it 
ufficiently clear that the subject matter upon which you are 
isked to advise the Minister does not have its inception in an 
application by the railway companies and the transport 
board, but comes before you in the course of the exercise by 
the Railway Executive Committee of its duties, placed upon 
it by the Minister, and on the remit of the Minister himself 
to your committee.’’ We may add that the R.E.C. itself is 
the subject of another popular misconception. Although it 
is composed entirely of the chief railway managers (with the 
exception of the Chairman, Sir Ralph Wedgwood), its 
members meet the Minister of Transport officially in only one 
of their dual capacities—namely as members of the R.E.C. 
and therefore as the Minister’s agents. In their other capa 
cities as railway administrators, they are directly responsible 
to their boards of directors, as it is the railway under- 
takings or portions of undertakings in Great Britain ’’ that 
re under the control of the Minister of Transport, and not 
the railway companies as such. 

Che manner in which the railway companies are excluded 
from the adjustment of charges procedure was shown clearly, 
too, in the report which the Consultative Committee made to 
the Minister after its inquiry into the proposed increase in 
fares on the road services of the London Passenger Transport 
Board Phat report, dated May 29, points out that the 
committee had received a letter from the Minister requesting 
it to advise him as to the best means of increasing the fares 
charged in respect of the road services of the board and that 
that letter had further stated that the Minister had invited 
the Railway Executive Committee to submit its proposals to 
the Consultative Committee. The Consultative Committee 
had therefore written to the Railway Executive Committee 
inquiring when the receipt of the proposals might be expected. 
As was emphasised in THE RatLWAy GAZETTE last week, the 
companies are consulted neither by the Minister nor by the 
committee. On another point, to which reference was also 
made, there still seems to be some misunderstanding. On 
page 221 we publish a letter from Mr. Ernest Short, General 
Secretary of the British Railway Stockholders’ Union 
Limited, in which he says: some increase in revenue would 
seem to be essential. If the extra revenue can be secured 
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without increasing charges, well and good Phat disregard 
the fact that the agreement is not relaled, so fay as charges 


Whether or not 


be secured without increasing charges 


erned, to revenue bui lo costs 

extra revenue Cal 
is immaterial under the provisions which now govern the 
irrangement between companics und Governinent 

It is as well that at this time, 
financial agreement is being assailed, to recall the instrument 
by which the Government took over control of the railways 
fhe Railway Control Order, dated September 1, 1939, wa 
made by the Minister of Transport under Regulation 69 o 
the Defence Regulations, 1989. It declared that the Minister 
pursuant to his powers under that legislation took control of 
the undertakings or portions of undertakings in Great Britain 


when the whole basis of the 


wholly owned by, leased to, or operated by, any one or more 
of the four main-line railways 
lransport 


companies, the London Pas 
Board, any joint committee of the fore 
voing, the East Kent Light Railways Company, the Kent & 
Ikast Sussex Light Railway Company, the King’s Lynn Dock 
& Railway Company, the Mersey Railway Company, and th 
Shropshire & Montgomeryshire Light Railway Company 
Under the same Order the Ministér appointed the Railway 
executive 


ecnpel 


Committee to be his agents for the purpose of 


viving directions Regulation 69 is drawn in very” wide 


terms, as will be scen from its reproduction below 


69. -(1) The Minister of Transport may by order take control of such railway under- 
takings as may be specified in the order ; and an order made under this Regulation in 
relation to any railway undertaking shall operate as a requirement 

(a) that any property from time to time held by the undertakers for the purposes 
of the undertaking (other than currency, gold, securities or negotiable 
instruments) shall be placed at the disposal of the Minister in accordance 
with any directions which may be given by him or on his behalf while the 
order is in force ; and 

(b) that the undertaking shall be carried on in accordance with any directions 
which may be so given while the order is in force 

(2) Any reference in the preceding paragraph to a railway undertaking shall be 
construed as including a reference to any undertaking carried on by the person by 
whom the railway undertaking is carried on; and any reference in this Regulation to 
an undertaking shall be construed as including a reference to part of an undertaking 

(3)* So long as the Minister is by virtue of any order made under this Regulation in 
control of any railway undertaking no annual review of the charges of the undertakers 
shall be held under section fifty-nine of the Railways Act, 1921, and no general revision 
or variation of the charges or fares of the undertakers shall be carried cut under section 
thirty-five of that Act or sections twenty-nine or thirty-four of the Loncon Passenger 
Transport Act, 1933 


* New paragraph inserted by S.R. & O. 1940, No. 5€3 






Although possessed of such wide powers, the Government 
nevertheless considered it desirable that the compames should 
have a direct financial interest in the f working 
the railways and some inducement to see that charges were 
maintained at an economic level and a direct concern in the 
umount secured by way of net revenue 


f xpenst 5; oO 


Present indications are that the inquiry, which after sitting 
for two day idjourned until next Monday, will be pro 
tracted. The list of objectors to the application of the Rail 
way Executive Committee is long and no doubt a good deal 

time will be taken up in the examination of witnesses 
Che Consultative Committee has made it clear that its remit 
confines its i 


onsideration to the best means of raising by 
higher charges the amount by which costs have advanced. If 
the opposition to higher rates and fares wishes to press its 
objections, it could serve its own purpose best and save a 
great deal of the time of the Consultative Committee by 
directing its attention to the financial agreement itself, rather 
than to one of its results Only Parliament can deal effec 
tively with the agreement, and it is there that those who are 
opposed to the present arra 


vement must seck their remedy 


The Baghdad Railway 


A RECENT railway event of considerable importance has 
f passed almost unnoticed by reason of the war. The 
departure from Baghdad without ceremony on the night of 
Wednesday, July 17, of the first passenger train for Mosul, 
Ankara, and Haidar Pacha, on the Asiatic shore of th 
Bosphorus opposite Istanbul marked the completion of an 
undertaking which has occupied a vast amount of public 
ittention for nearly 90 years. During this long period, 
various schemes have been promoted with the object of pro 
viding improved communication between Europe and the Far 
East by means of a railw ty across the land dividing the 
Mediterranean Sea from the Persian Gulf Such a railway 
was planned originally in a period when through sea com 
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munication from Great Britain to India and the Far East 
round the Cape of Good Hope, for then the isthmus of S 
must still be crossed by land. In the 50's of last centur 
mpany was formed in London under the title of 
uphrates Valley Railway Company with Mr. W. P. And 
then Chairman of the Scinde Railway) at its head. 1 
original directors were aJl closely associated with railway a 
commercial interests in India, and the Engineer in Chief w 
Sir John Macneill. Phe objects of this company includ 
the reconstruction of the old Mediterranean port of Seleuc 
near Aleppo, and the construction of a railway thence al 
the valley of the Euphrates River to Baghdad via Di 
Anah, Hit, and Ramadi. The scheme aroused a great d 
of interest, and a concession was obtained from the Turki 
Government, but difficulty was experienced in  obtaini 
the necessary financial support in London. In April, 185 
Sir John Macneill made a very able and interesting rep 
on this project, and in June of the same year a deputati 
waited on Lord Palmerston, then Prime Minister, 
endeavour to obtain financial support from the Governme! 
or, at least, a Government guarantee for the company 
ipital. Subsequently the matter was debated in Parliam« 
nd an adverse decision given In the meantime a railw 
between Alexandria and Cairo, begun in 1852, had been cot 
pleted in 1856. It was the first railway on the Afric 
ontinent, and the intention to make it a link in the rout 
to India was fulfilled when it was opened through to Suez 
1858 After the building of the Suez Canal, the direct li 
cross the desert from Cairo to Suez was taken up in 186$ 
and was abandoned until December, 1934, when it wa 
reopened after rehabilitation of the formation, laying 
track, and general re-equipment It is now worked by dies 
railcars for passenger and steam traction for goods traffi 
[he line ts described in our issue of October 11, 1935. 
In passing, it may be noticed that Ferdinand de Lesseps 
heme for a canal through the isthmus of Suez was mot 
or less in embryo at this time rhe Compagnie Universell 
du Canal Maritime de Suez was incorporated as an Egyptia1 
company on January 5, 1856; the first spadeful of earth wa 
turned at Port Said, the Mediterranean terminus of the canal 
on April 25, 1859; and it was not until November 16, 1869 
that this great work was opened for traffi The question ¢ 
. Baghdad Railway was kept alive by the energetic Britis! 
omiittee, and in 1872 the British Government appointed 
pecial commission under Sir Stafford Northcote to examin 
the whole matter Che report of this commission, which w 
submitted to Parliament on July 27, 1872, recommended tha 
i. line of communication other than the Suez Canal would b 
of great value. 


Nothing was done, however, as it prove 
impossible to raise the capital privately, and the Government 
was unwilling to lend any financial assistance even in the 
form of a guarantee. In 1875 Disraeli negotiated the pur 
chase by the British Government for £3,976,582 of th: 
176,602 original shares of fr. 500 cach in the Suez Cana! 
that had been subscribed for by the Khedive. British official 
interest in the overland railway route to the East thereupon 
ceased, but Sir William P. Andrew and his friends continued 
their agitation well into the ‘eighties, and the Mersina-Tarsus 
Adana Railway of 1884 was regarded in many quarters a 
the first step towards a British-owned Baghdad Railway. 
With the opening of the railway from Belgrade, via Tsari 
brod, to the Eastern Rumelia-Turkey frontier in 1888 
Istanbul (then Constantinople) was brought into direct com 
munication with the main European railway systems, and 
this proved an important factor in the determination of the 
oute which was finally adopted by German interests for th: 
Raghdad Railway. Previously it had been considered neces 
iry to start from some Mediterranean port whence _ boat: 
could run easily and rapidly to Europe, but the changed 
rcumstances made it obvious that, by transferring the ter 
minus to Haidar Pacha, a through overland route to thi 
Persian Gulf could be provided, with only the Bosphorus 
intervening, and it was on these lines that future schemes 
were developed The Anatolian Railway from 
Pacha to Konia was completed in June, 1896, and this pro 
vided the basis‘of the Baghdad Railway as eventually built. 
rhree years earlier the company had secured a concession fot 
. line from Ankara (then Angora) to Baghdad through 
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isarie and Sivas, but a more southerly route a Adana hrench Syria and part in Iraq was one of many contributory 
selected as a result of the German Emperor’s visit to causes of the failure for so many years to complete the 
<dul Hamid in 1898. For constructing the latter route, the riulway. Eventually the Syrian authorities built their link 
rman-controlled Baghdad Railway Company was formed — in 1938-34, and the Iraq Government undertook its portion 
1903 The line was far from complete when Turkey ibout two years. later. Now the work is finished, and 
tered the war of 1914-19, but German engineers made through = standard-gauge trains from the Bosphorus to 
enuous efforts to push forward the work once the German Baghdad were inaugurated on July 17 last—unostentatiously, 
istrian defeat of Servia made available an overland route because another great war is being waged. Some details of 
transporting materials from Germany to Asia Minor. the completed Baghdad Railway are given in an article on 
vevertheless, a gap of 174 miles in the neighbourhood of page 223 Beyond Baghdad, a metre-gauge railway extends 
losul remained when the Armistice was signed. The fact io Basra and provides the last rail link in the long-envisaged 


it post-war frontiers left part of the uncompleted section in overland route to the East. 








LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Inerease in Railway Charges known. I will not pursue the matter further at this moment. 
ge clk Bites. rhe position is difficult for everybody concerned. Rising 

25, Victoria Street, S.W.1, August 23 costs are the essence of the problem. — Unfortunately, most 

[fo THE Epiror or THe RatLway Gazerti of the materials the railways use are not controlled as to 


price increases in the way the railway companies are; the 


Sirn,—A campaign of prejudice is in progress, directed 
+4 ; latter have to justify their proposals before a public tribunal 
gainst British railways and, in particular, against thos« | tim! ; : 
| l zi : ° one . an stee ‘ rs Ni rs ; _ rch; are 
vho hold stocks in these all-important public utilities. Fat aS STORES, COONRCES AE CNN SHORE OS Wes 
under the same obligation. [Phat should be remembered. 


rom recognising that the efficiency of British railways as a 
var machine is due to the self-sacrifice of stockholders in 

ted in certain quarters that the 
crease in fares and freight rates proposed by the Ministry 
f Transport is an unfair effort to increase dividends. What 
ire the facts? The wages of adult railwaymen have been 
raised all round by 7s. a week in recent months, the cost 
1 the increase being in the neighbourhood of £10,000,000 
Chis is apart from such changes as the raising of the mini 


rhe whole problem of war costs is widening out into a ques 
tion of policy upon which the War Cabinet will have to take 
decisions.’’ 

All business men will accept the proposition that an all 
important public utility should operate on an economi 
basis, and will not desire to exempt British railways from 
this salutary rule. No one raised any protest when the Post 
Office raised the letter rate from 1}$d. to 23d. Why then 
mum wage to “ the 50s. level.” I am not discussing th should the public be galvanised into resenting a much smaller 
rightness or wrongness of the wages decision. The point is and much less costly rise in railway rates to meet rising 
that, unless the Government intends to repudiate its agre CapCeater fo sum up, the proposed increase In railway 
ments—a contingency which, in this country we need not charges is not part of an effort to raise dividends, and the 

position of stockholders cannot be affected, since, in any 


ist vears, 1t 1S sugges 


otal 


envisage—some increase in revenue would seem to be essen , . | 
tial. If the extra revenue can be secured without increasing CVEMt thei meagre minimum return has een guaranteed 5 
charges, well and good. Che point should be decided upon the State. Under the agreement with the State, wartime 


its merits, and in this connection it is significant that a note control over railway expenditure was expressly taken from 
ol warning has been raised by Mr. Marchbank, Secretary of the companies and vested in the Railway Executive Com- 
; mittee, acting as agents for the Minister of Transport. 


the National Union of Railwaymen. As he says, “‘ it is not é - é 
fair to the railway service to suggest that the proposal to During the war of 1914 no attempt was made to maintain 


increase charges is unwarranted until the full case is made "ilway charges at an economic level. Consequently, it was 

1own.’” Mr. Marchbank added necessary to impose drastic increases when peace came. This 

= ; : ha « 6 » ¢ ? ad ac 7 

Nobody will accuse me of favouring railway stock time, the sounder policy of Pay as you go has been 
holders I have always put the interests of the publi idopted. 


Yours truly, 
ERNEST SHORT, 


General Secretary, 
tish Railway Stockholders Union Limited 


and the railway workers foremost when any question of rail 
way finance has been the subject of popular discussion. On 
this occasion, I think the agitation against the proposal to The Br 
increase charges might well be suspended until the facts are Comment made in our editorial article 


f 








THE SCRAP HEAP 2 ee 


Mr. Stokes Who is the Minister’s 





In its obituary notice of Mr. John view of the incident, and at his request Pig: 
Roskill, K.C., whose death was recorded the respective Inns to which they adviser to the Ministry on decamouflag- 
in THE Ratitway Gazette of August 23, belonged held inquiries into the affair ing camouflage ? 
The Times recalls that in March, 1908, In the end minor penalties wer * * * 
he was a party to an extraordinary Imposed Mr. W. P. Chrysler, the American 
incident which occurred before the : * ® motorcar manufacturer who died at 
Railway & Canal Commission An CAMOUFLAGI Great Neck, New York State, on 
endeavour was being made bv _ the Sir John Reith, in response to a August 19. was the son of a railwav 
former Great Northern and_ Great Question in the House of Commons, locomotive driver. He joined the 
Central Railwavs by means of a working said recently that an Order had been Union Pacific Railwav in Kansas as a 
agreement to effect what really amounted made that from August 26 no motor cleaner in the engine sheds and became 
to a voluntary amalgamation which was vehicle should be camouflaged to re- an apprentice in the shops. He rose 
in the end held to be w/tra vires. Roskill, semble a camouflaged Service vehicle rapidly to be machinist, roundhouse 
led by Sir Alfred Cripps, K.C. (now Where this has been done it should be foreman, and then master mechanic. 
Lord Parmoor), appeared for the North undone If owners wished to make By the time he was 33 he had become 
Eastern Company, and during the hear- their cars less conspicuous, glossy superintendent of motive power and 
ing a wordy altercation between Roskill surfaces and light colours should be machines on the railway. In 1910 he 
and another King’s Counsel, now also avoided, also Service grey or khaki was appointed assistant manager of the 
dead, ended in blows being exchanged In response to a further Question about Pittsburgh works of the American 
between them. The Lord Chancellor of — lorries in red livery carrying petrol and Locomotive Company, and a vear later 
the day (Lord Loreburn) took a severe inflammable materials, Sir John Reith he was made manager.—The Times. 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


NEW SOUTH WALES 


Engineering Items 

Despite the war, the various new 
line construction works are proceeding 
steadily. On the St. James—Wynvyard 
loop extension in Sydney, the sinking of 
driving of permanent piling, 
and tipping of filling at Circular Quay 
continues, as also work on the founda 
tions for the bridge over George Street 
Moreover, excavations for the founda 
tions of lifts and escalators at stations 
are now in hand 

On the Sandy Hollow—Marvvale 
construction, 59 ch. of excavation In 
tunnels Sandy Hollow and 
Gulgong are complete, and in the Wollara 
Gap tunnel concreting of side walls and 
The tun 
nel between Gulgong and Maryvale has 
been excavated to full section through 
out 

In order to prepare the adjacent 
\luswellbrook—Sandy Hollow section of 
line for the extra traffic derived from the 
Maryvale line, when opened, fencing and 


Calssons, 


between 


side drains has been finished 


level crossings are being provided in 
connection with strengthening of the 


track and other improvements 


INDIA 


Railway Rates 

rhe Government of India has replied 
to the many criticisms oftered by com 
mercial bodies and individuals of the 
decision to raise railway freights by 
124 per cent. from March 1. The reply 
reiterates the more important considera 
tions that have influenced the Govern 


ments decision in this matter. These 
are 

4 5 rt ‘ — 
‘ lw f I 

‘ ‘ , ‘ 
» tt preset 1 exi I ler it 
t : t t 
3 TI d f 
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The Government recognises that a 
measure involving a general increase 
may affect the movement of trade to a 
slight extent, and in order to meet such 
cases, the railways have been empowered 
to make the necessary adjustments in 
their rates and fares, wherever these are 
necessitated by ordinary trade and 
traffic requirements It is stated that 
the eftect of this increase in freights and 
fares will be carefully watched, and if it 
appears that an individual rate is having 
an adverse effect on railway revenues, 
a reduction will be made 

Che Secretary of the Indian Colliery 
Owners’ \ssociation addressed the 
Railway Board criticising the action of 
the Government in enhancing the sur 
charge on coal freights from 123 per 
cent. to 15 per cent. forthwith, and to 
20 per cent. from November next. A 
further feature of the enhancement to 


which exception is taken, is the removal 
of the provision limiting the former 
surcharge to a maximum of Ke. 1 a ton. 
It is pointed out that the coalfields in 
Bengal and Bihar will lose considerable 
custom, as buyers located at a distance 
will be prompted to seek the nearest 
source of supply. 


CEYLON 
Railway Suffers from Floods 
The Government Railway is just 
recovering from the severe ettects of 
one of the worst floods the island has 
experienced in recent vears 
Various sections of track were washed 
away and bridges were damaged in 
various places ; train services had to be 
suspended on practically all lines. For 
five days trains coming from the North 


from Jaftna and India—-could not 
reach Colombo The floods, however, 
quickly subsided, and the lines were 
rapidly repaired The damage is 


reported as very heavy, but no estimate 
of the total cost has vet been framed. 


UNITED STATES 
Trail Blazer Birthday Record 
he Pennsylvania Trail Blazer, 
luxury 17-hr. all-coach overnight trains 
between New York, Philadelphia and 
Chicago and vice versa, have estab- 
lished a record for coach travel between 
the three largest cities in the States, 
by carrying more than 132,000 pas 
sengers during their first vear of opera- 
tion On more than a dozen occasions 
over 500 passengers have been carried, 
the peak being on December 22, 1939, 
when 867 Christmas holiday travellers 
were on board the westbound train, 
and its reliefs 

Special birthday celebrations were 
held on the Trail Blazers leaving both 
New York and when the 
twin-unit dining cars served special 
Trail Blazer turkey dinners, with various 


Chicago, 


dishes suggestive of the pioneer and 
camp fire spirit, and appropriate cere- 
monies were held before departure from 
both terminals 

These trains have been greatly im 
proved in appearance as well as in 
comfort since their inauguration on 
July 28, 1939. New lounge-buftet cars, 
with complete refreshment facilities, are 
now attached at the front end of each 
unit, and the original reclining seat 
coaches have been supplanted by cars 
of a new design providing much more 
spacious washrooms, complete in every 
appomtment. 


Trail Blazer for Washington 


So popular has the Trail Blazer 
service proved that the Pennsylvania 
Railroad has decided to extend its 
operation to Washington and _ Balti- 
more by means of special through cars 
which will make connection with the 
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New York—Chicago trains at Hart 
burg. These will provide overnig 
service with convenient evening 

partures and early morning. arriy 
in both directions, and the coaches us 
will be of the same type as are now 
service on the New York—Chicago ri 
Preservative-treated Wood for 

Railways 


The railways in this country contini 
to be the largest consumers of treat« 
timber in the States, largely in the for 
During 1939 the 
used over 245,000,000 cu. ft. of suc 
timber, 47 per cent. of which constitut 
sleepers. Of the various kinds « 
impregnation used for these sleeper 
56 per cent. were treated with creosot 
41 per cent. with creosote-petroleut 
mixture, and the remainder with zi 
chloride, zinc-meta-arsenite, or miusc¢ 


of ties or sleepers 


laneous preservatives 


Level Crossings 


According to the Herald Tribune, the 
New Jersey Public Utilities Commissio 
has called on the Pennsylvania Rail 
road, under the Davis Act, to eliminate 
the last six level crossings on its mai 
line between Newark and Trenton, at 
an estimated total cost of $497,220, of 
which the commission would pay half. 

In the first quarter of 1940 there 
were 1,200 level crossing accidents, as 
compare with 922 in the first three 
months of 1939; the respective fatalities 
were 537 (1940) and 355 (1939). 


CANADA 


Suggested Union of C.N.R. and 
C.P.R. in Montreal and Toronto 


Replying to a question in the House 
Mr. C. D. Howe, former Transport 
Minister and now Minister of Munitions 
& Supply, said that the question as to 
whether the Canadian Pacific Railway 
had made any proposals for a union 
plan in Montreal had been discussed 
a vear ago, and that the administra 
tion of that railway had made no direct 
approach to the Canadian National 
administration 

Mr. S. J. Hungerford, Chairman of 
the C.N.R. board, also told the KRail- 
ways & Shipping Committee of the 
House, on July 16, that the cost of the 
foronto Union terminal was estimated 
to be $40,000,000, to be divided equally 
between the C.N.R. and C.P.R. 

Mr. Hungerford also reiterated his 
board’s decision to proceed with the 
C.N.R. terminal works at Montreal 
on which $22,675,000 out of a total 
estimated cost of $28,650,000 had 
already been spent or contracted for 
as their continuance was an essential 
war measure. There had been a great 
increase in freight traffic through Mon- 
treal since the outbreak of war, and the 
project, which will greatly reduce 
pressure on existing approach lines by 
diverting passenger traffic from them, 
is now definitely in the Government’s 
win-the-war programme. 
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THE BAGHDAD RAILWAY—I 


A brief history of the gradual building up, section by section, 
of this world-famous line 


YOR nearly 90 years attention has been devoted period section of line built by the Anatolian Railway was the short 
j cally to the building of an overland rail route to branch from  Hamidie (Arifie) to Adapazar, opened on 
Baghdad and the Persian Gulf. The first tangible November 1, 1899. An extension from Adapazar to Bolu, 
heme was the famous Euphrates Valley Railway, which for which powers were secured in February, 1912, was not 
ivisaged a line from a port near Alexandretta on the Medi constructed. 
rranean Sea, and for which British interests secured a Under the new arrangement, a formal concession was 
mecession in the  eighteen-fifties. Considerable delays granted in 1902 to the Anatolian Railway for an extension 
urred and eventually, after the purchase of a large British from Konia to Baghdad, and this was transferred in the 
terest in the Suez Canal, the scheme was allowed to drop. next year to a new company—also, of course, under German 
urther reference to this period is made in a leader on page — control—which was called the Baghdad Railway Company 
20. The plans which were most nearly realised were thoss ind was incorporated in Istanbul on April 13, 1903. As 
dertaken under German auspices as a result of the German Istanbul (then Constantinople) was at that time the capital 
mperor’s second visit to Abdul Hamid in 1898, namely, to of the old Turkish Empire, the fact that the new route 
xtend the Anatolian Railway from its terminus at Konia avoided Ankara (then Angora) was not regarded by the 
rough Aleppo to Baghdad and Basra. Connections by furkish authorities as of major importance. Work was put 
ranch lines with the ports of Mersina and Alexandretta in hand immediately, and sections, as follow, were opened to 
ere planned, as the course of the main line was arranged traffic before Turkey entered the last war: 
omewhat inland so as to avoid vulnerability to attack from 
1 sea in accordance with the long-standing strategic prac a aoe ie i para e 1904 
tice of Turkey. The Anatolian Railway Company was formed Dorak—Yenice* ... - ; ; site .-» April 27, 1912 
n March 16, 1889, by the Deutsche Bank to take over the er tl er Thies i aes eT ee 
8-mile line between Haidar Pacha (opposite Istanbul) and Mouslimie Jerablus : : ; ... December 15, 1912 
Ismid, and to extend it 312 miles to Ankara under the a eg” cae eh nant cy yf 
powers of a Firman granted in September, 1888 Che Haidar Baghdad Sumique ; i = ... June 2, 1914 
Pacha to Ismid line was built by a French company, under pe at ee $3 a Wie 
uthority of August, 1871, from the Ottoman Government, Istabolat— Samarra é , ze ... October 7, 1914 
nd was opened in 1873. In 1880 it was leased to a British sche tithe oe he a: és ae July 23, 1915 
ompany. Islahie (near Fevzipasa)—Radjou i. 7 oe ... October 19, 1915 
Ihe Anatolian Railway was completed to Ankara on * The intervening section between Yenice and Adana was part of the old Mersina 
Tarsus —-Adana Railway, formed in 1884 The section between Mersina and Tarsus 


: ° 893. al ‘ : ee = 
January 1, 1893, a ud in the next month the company sec ur d was formally opened on May 4, 1836, and thence to Adana on August 4, 1886. 
i concession for a line from Ankara to Baghdad, via Kais 


irie, Sivas, and Diarbekr, and also for a branch from Eski From this list of dates it will be noticed that there was a 
Shehr to Konia. The latter was opened on June 28, 1896, but prolonged delay after the opening of the section from Konia 
he main line to Baghdad remained in abeyance until the to Boulgourlou. This delay was due partly to geographical 


isit of the Kaiser already mentioned, and the only further — difficulties and partly to political and international condi 
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tions, and the construction of the second section of the rail 
way was not begun until early in 1910. This was the result 
of the establishment in 1909 of a new construction com 
mittee under the title Société pour la Construction des 
chemins de fer de Turquie which was formed by the Baghdad 
Railway Company, and had its headquarters at Glarus in 
Switzerland. A board of 12 was appointed to control the 
new construction, consisting of 5 German, 4 French, 2 Swiss, 
and 1 Austrian member. The arrangement was that the 
Baghdad Railway Company should defray the cost of con 
struction and allot 9 per cent. as profit to the committee, 
which then established its main offices in Frankfort-on-Main. 
Che work was divided into four division (1) Bougourlou 

Dorak (129 km.) comprising the Taurus tunnel 


2) Dorak—Islahie including a large bridge over the river at 


sections; 


( 


Adana, and the tunnels through the Amanus range; (3) 
Islaihic Fell Helif (near Nisibin), the Aleppo division; (4) 
Baghdad section. 

In June, 1910, an agreement was made between the Anato 


lian Railway and the Mersina-Tarsus-Adana Railway whereby 
the former guaranteed the interest payments on M.T.A 
obligations and a dividend on its shares. As shown in our 
table, the section of the M.T.A. line between Yenice anrl 


Adana was used for the main line of the Baghdad Railway. 


Sections Opened 1910-12 

Under the new construction arrangements introduced early 
in 1910, considerable made. In 1911 a short 
extension of 37 km.-(23 miles) was opened from Boulgourlou 
to Ulukisla on July 1, bringing the open length of the system 
"(147 miles) During 1912 considerable addi 
were brought into service, which vir 
through to a connection with the 


progress Was 


up to 237 km. 
tions to the system 
tually completed the line 


Syrian railways at Aleppo, with the exception of the two 
ections through the Taurus and Amanus mountains, each 
of which involved difficult and heavy construction work, 


largely in tunnel. On April 27 the 114 km. (71 miles) consist 
ing of the Dorak—-Yenice and the Adana—Mamoure sections 
were. opened, and were the first portions of Division 2 to be 
finished. At Yenice a junction was effected with the Mersina 
farsus-Adana_ Railway, lines were run 
the intervening stretch of 25 km. (16 miles) thence to Adana. 
Towards the end of the same year (1912) the lines in Divi 
sion 3 between Radjou, Mouslimie, and Aleppo, and between 
Mouslimie and Jerablus were opened on December 15. Thes 
had a length of 202 km. (126 miles) and constituted the 
largest individual portion to be completed. In Division 1 
further small section of 53 km. (33 
pleted between Ulukisla and Kara Punar, and opened on 
December 21, 1912, bringing the total length working at the 
end of the year up to 606 km. (377 miles). 

Up to this time the work had progressed very well, but 
financial difficulties, which arose in consequence of the 
Balkan War of 1912 and continued up to the outbreak of the 
European War in 1914, resulted in the stoppage of nearly all 
the works. The only new portion completed in 1913 was a 
short branch of 59 km. (37 miles) from the main line at 
loprak Kale to Alexandretta on the Mediterranean, opened 
on November 1 Unlike the remainder of the system, this 
line did not carry a kilometric guarantee from the Govern 
ment In 1914 work on Division 3 was further advanted by 
the opening from Jerablus to Tell Ebiad on July 11; while 
the first portions of Division 4, comprising the Mesopotamian 
lines, were completed. The line from Baghdad to Sumique 
was opened on June 2; it extended on August 27 to Istabolat, 
ind on October 7 to Samarra. The length of new lines com 
1914 was 220 km. (137 miles), bringing the total 
up to 885 km. (551 miles). During 1915 the opening of the 
line from Tell Ebiad to Tuem on June 1, thence to Ras-el-Ain 
on July 23, and from Islahie to Radjou on October 19 nearly 
completed Division 3 and increased the total of the system tu 
1,036 km. (644 miles). 

When, at the end of 1915, Turkey 
truction was directly financed by the 
effort was made to join up the sections of line 
eparated by the Taurus and Amanus mountains At firsi 
temporary 60-cm. decauville lines were built) from Kary 
Punar to Dorak through the Taurus mountains, and from the 


whose over for 


miles) was also com- 


pleted in 


entered the war, con 
German Government, 
id a seriou 
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Mamoure to Islahie through the Amanus range; the for: 
was completed in November, 1916, and the latter in Ju 
1917. From January, 1917, decauville trains driven by f 
less steam locomotives, charged at each end of the journ 
began to run regularly through the Taurus tunnels. 
tandard-gauge line was finished throughout these sections 
October 5, 1918, less than three before the Brit 
Occupation of Aleppo (October 24). By this time, also, 
railway had been extended eastward towards Mosul from 
peacetime railhead at Ras-el-Ain to Nisibin, and a sh 
branch built from Derbessie to Mardin. The traffic capac 
of the line at this period was stated to be eight trains e 
way daily between Konia and Aleppo and between Ale] 
ind Ras-el-Ain, and four trains daily between Ras-ei-Ain a 
Nisibin. 


weeks 


The Mesopotamian Section 


In the course of the operations round Baghdad duri 
March, 1917, the first ten miles of the Baghdad—Samar 
line fell into British hards, and control of the entire li: 


118 km. (74 miles) long, was obtained during the next mont 
when our troops captured Samarra station, after driving t 
enemy from Deltawa and Sindia, and defeating the 18 
furkish Army Corps at Istabolat. In September, 1918, tl 
section was extended northward to Tekrit and was eventual! 
completed as far as Sharqat, 186 miles north of Baghd 
ind 69 south of Mosul. The last 54 miles of this line beyor 
Baiji were subsequently dismantled, and until recently Ba 
had been the terminus for some years. 

The position in 1919, therefore, was that the Baghdad Rai 
way consisted of a through standard-gauge line from Konia 1 
Nisibin, 1,101 km. (684 miles) long, while on the Mesop 
tamian side the-line was in existence from Baghdad 
Shargat, leaving a gap of only 280 km. (174 miles) betwe 
the respective railheads, and of this distance the earthwork 
were complete for the 199 km. (124 miles) between Nisibi 
and Mosul. 

On January 15, 1919, British forces officially assume 
control of the Anatolian Railway, and an express train thre 
times a was inaugurated between Haidar Pacha an 
Konia on October 15, 1919. By the end of 1923 the whol 
of this system had passed under the admiristration of thi 
Turkish Government pending a final settlement as to it 
eventual fate. The Government continued to work the line 
and by agreement of December 10, 1928, purchased the right 
of the old company for 443,757,500 Swiss francs; the Mersina 
larsus-Adana Railway purchase was completed at the sami 
time for 6,157,325 Swiss francs. Of the former property o 
the Baghdad Railway, the Turkish Government took over th: 
section from Konia to Yenice. Finally, in March, 1933, the 
French handed over the section from Adana to Fevzipasa. 


week 


Post-war French Interests 

After the war the Mersina-Tarsus-Adana Railway and th: 
main line of the Baghdad Railway east of Adana (togethe: 
with its branches to Alexandretta and to Mardin) wer 
worked by a French company known as the Chemin de fer 
de Cilicie-Nord Syrie, which took over the operation in 1922 
but not the ownership. After the Turkish Government had 
purchased the Mersina-Tarsus-Adana line, the railways east 
of Yenice worked by the Société d’ Exploitation des 
Chemins de fer Bozanti-Alep-Nissibine & Prolongements 
which was admitted as an administrative member of the 
Union Internationale des Chemins de fer in November, 1928 
On July 1, 1933, this company ceased to operate the lines 
of which it had charge and went into liquidation. As already 
mentioned, the Turkish Government took over the Adana 
Fevzipasa section in March, 1933. An undertaking known 
is the Société Turque d’Exploitation des Chemins de fer du 
Sud de la Turquie in July, 1933, assumed responsibility for 
those sections in Turkish territory, namely, Toprak Kale to 
Payas, Fevzipasa to Medain-Ekb« and Tchoban Bey to 
Nisibin. The remaining portion which are in Syria, wert 
handed over for operation to the Société du Chemin de fer du 
Damas-Hamah et Prolongements; these are Payas to Alexan 
dretta, Medain-Ekbese to Aleppo, Mouslimie to Tchoban 
Rey, and the then newly-completed portion from Nisibin t 
fel Ziouane (shertly afterwards cxtended to Tel Kotchek). 

(To be continued) 


were 
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L.S.W.R. 0-6-0 engine, No. 443, with «L.S.W.R.” on the tender, attached to an ambulance train composed of 
German-built stock on the Baghdad—Samarra section during the British occupation of Iraq 


Secs cen de Z 
eae 





Left: German-built 2-8-0 engine captured with the Baghdad—Samarra section of the Baghdad Railway by the British. 
Right: Wrecked water tower at Beled station on the Baghdad—Samarra section, demolished by the retreating enemy 
before the British advance 





The standard-gauge engine shed at Baghdad as found by the British when they occupied Baghdad, 
Note the three different types of German-built locomotive 
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AMERICAN RAILS FOR GREAT BRITAIN 


A comparison of the requirements of American and British standard specifications for rails 
By CECIL J. ALLEN, M.JInst.T. 


steelworks of 100,000 tons of rails (112,000 American 

tons of 2,000 lb.) for British railways, as mentioned in 
an editorial note in the July 19 issue of THE RatLway 
GAZETTE, it is interesting to compare the provisions of the 
American Railway Engineering Association’s standard speci- 
fication for open-hearth steel rails, to which these rails are 
being made, with those of the British Standard Specification 
for rails. As regards chemical composition, carbon percent- 
ages in American rails vary according to the weight of the 
rail section, from limits of 0-50 to 0-63 per cent. carbon in 
rails weighing 50 to 69 lb. per yd., to 0-69 to 0-82 per cent. 
in rails weighing 121 lb. per yd. and upwards; the British 
rails, being of the 95 lb. per vd. bull-head section, fall in the 
85 to 100 lb. per yd. group, and would normally have the 
following composition, with which the British standard 
analysis is compared :— 


I view of the manufacture, now in progress, by American 


Constituents American British 
Per cent. Per cent. 

Carbon si ‘ 0:64-0:77 0-50-0-60 
Silicon. aed : 7 0-10-0-23 0-10-0-30 
Sulphur . Not specified Max. 0-06 
Phosphorus Max. 0-04 *Max. 0-05 
Manganese 0:60-0:90 0:90-1:20 

* The L.N.E.R. permits a maximum of 0-06 per cent. 
rhe radical differences are in carbon and manganese. It is 


presumably on account of the substantial extra charged 


by American works for a medium manganese _ steel 
that a high-carbon/low-manganese composition is being 


accepted, and the result is in effect a reversion to the type 
of rail that was in use in Great Britain immediately before 


the introduction of “the present medium manganese 
quality. But it is now generally accepted that while 
increased carbon adds to the hardness of the steel, 


the manganese is considerably the more valuable 
element of the two from the wear point of view, owing to the 
toughness that it imparts. It should be added, however, that 
the American medium manganese extra, usually about $4.00 
a ton, covers a manganese range which begins at 1:10 per 
cent., and may go as high as 1-70 per cent. It may be 
noted that the American specification shows no sulphur limit; 
in the U.S.A., if a maximum sulphur limit of 0-06 per cent. 
is specified, an extra charge of $1.00 a ton is made, and $2.00 
if the limit is 0-05 per cent. When no limit is specified, 
however, the user is protected against excessive sulphur 
content by the fact that this makes the steel “red short ’’ 
(i.e., brittle at a red heat), so that in his own interests the 
manufacturer keeps sulphur down in order to prevent undue 
rejections of rails for surface defects. It is understood, how- 
ever, that for the purposes of this contract the American 
manufacturers have agreed-to work to the higher carbon open 
hearth limits of the British Standard Specification, namely, 
0-55 to 0-65 per cent., in conjunction with a sulphur maxi- 
mum of 0-06 per cent., and silicon from 0-10 to 0-30 per 
cent., but the standard American tests are not being varied. 
Specified Tests 

In view |of the chemical composition, it is not surprising 
that the falling weight test in the American specification is 
less severe than the test imposed in this country on rails of 
corresponding weight. The cemparison is as follows :— 


| 
Derails of Test American | British 
Distance between rail supports 3 ft. Oin 3 ft. 6in 
Weight of tup a 2,000 Ib. 2,240 Ib. 


Height of fall, first blow oa 19 
Height of fall, second blow.. ted 20 fe 


[n America the reduced distance between supports, the 
lighter weight of tup, and the single blow of 19 ft. instead 


of successive blows of 7 ft. and 20 ft., are all in fav 
of the test-piece. In addition, whereas the anvil of the sta 
dard British falling weight test machine is supported on 
substantial and unyielding concrete base, that of t 
American machine, which must weigh 20,000 Ib., is su 
ported on 20 coiled springs, each of 1% in. dia. spri 
bar, 54% in. outside diameter, and 8} in. long. These sprin; 
in their turn bear on a timber foundation formed of 
12 in. X 12 in. timbers, each 9 ft. 11 in. long. This elast 
support further reduces the severity of the impact. T! 
American specification requires three falling weight tests 
be made in respect of each cast, as compared with the Britis 
practice of one per cast if the cast is less than 50 tons, a1 
two per cast for larger casts, but the average capacity 
American furnaces is greater than in this country, and th 
casts are correspondingly larger. The American specificatic 
also lays down that the three test-pieces shall all be cu 
from ‘‘ A’”’ rails (that is, rails from the top of the ingot) 
one must be taken from the second ingot poured, anothe 
from the middle ingot of the cast, and the third from th 
last full ingot. Failure of a single American test results i 
rejection without appeal of all the ‘‘ A”’ rails from that 
cast. Re-tests are then cut from the bottom ends of ‘‘ A’ 
rails from the same ingots, or the top end of ‘‘ B”’ rails 
and if all these stand without fracture, the ‘‘ B’’ rails and 
all below ‘them in the ingots are accepted; but if any of the 
re-tests fail, the ‘‘B’’ rails also are rejected. The pro 
cedure is then repeated with tests from the bottom end of 
‘“B”’ rails or the top of ‘‘C”’ rails, and failure of one of 
these results in rejection of the entire cast. For information 
only (no maximum deflection being specified, as in Great 
Britain), the permanent set of the American test-piece is 
recorded, and one test out of three is given a succession of 
blows until it breaks, in order that the elongation of the 
rail-foot, expressed as a percentage in 6 in., may be measured, 
also for information purposes and not as a binding test. 
The American specification does not require any tensile test, 
and this method of recording what is called ‘‘ exhausted 
ductility ’’ in some measure supplies the same information as 
the elongation of a tensile test-piece. It is also required in 
the American specification that a Brinell impression shall be 
made on the head of one test length in three, with a 19 mm. 
ball and an applied load of 100,000 lb., for record purposes. 
The only test basis of rejection in America is thus failure of 
rails under the impact of the falling weight test. Retarded 
cooling by the Mackie tank method is being applied to the 
British rails; the standard method is to charge the rails into 
the cooling-boxes at a temperature not more than 535° C., 
and not less than 375° C. to remove them from the boxes 
at not more than 150° C., and to ensure that this cooling 
is spread over a period not less than 15 hr. 


Tolerances and Lengths 

As to rolling tolerances, the variation in height of section 
permitted is from ,4-in. less to ,-in. greater: a variation 
from drawing width up to #-in. in either flange is also per- 
mitted, provided that the total variation in the width of the 
rail-foot does not exceed }-in. It is not known how the 
latter provision, designed for a flat-bottom rail, will be applied 
to a bull-head rail, in which width variations are usually the 
same in head, web, and foot alike, and a deficiency of -in. 
in a web 3-in. thick weakens the web section by over 8 per 
cent. The standard American rail length is 39 ft., and the 
rails for Great Britain will be cut accordingly. It is now the 
custom here to machine all rail-ends to length—a process 
which facilitates the detection of piped ends as well as 
making for exactness in length—and as a result the tolerance 
on length in this country is no greater than #-in. up or 
down, even with 60-ft. rails. In America, however, an extra 
charge of $0.50 a rail is made for machining both ends, and 
the tolerance in length on 39-ft. rails is 3-in. up or down; 
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rther, the customer must accept up to 15 per cent. of his 
nnage with a ¥-in. tolerance. Out of all tonnage con- 
icted for, the user may expect to receive 81 per cent. in the 
indard 39-ft. lengths; he must take 11 per cent. in lengths 
ym 38 ft. down to 25 ft., cut to even feet, in order that use 
iy be made of rails that have been cut short in the mill, 
have been found defective at one end only, and have had 
e defective end cut off. The corresponding percentage of 
ort lengths which the customer is required to accept in the 
ritish Standard Specification, when the contract is for 
5-ft. rails or shorter, is 74 per cent., but the user has the 
zht to specify exactly what short lengths he requires, so 
at the rails so obtained may be used in the assembly of 
indard switches and crossings without further cutting. In 
.e American contracts for Great Britain, however, the 
anufacturers have agreed to limit the short lengths to the 
istomary British 73 per cent. of the total tonnage, and to 
ipply only first or ‘‘ No. 1 ’’ quality rails. 


Classification of Rails 


In addition, as compared with the British Standard Speci 
cation, which accepts rails of first quality only, the 
\merican Standard Specification requires the purchaser to 
ccept 8 per cent. of his contract tonnage, if for 39-ft. lengths, 
n second quality rails, and these are specified as ‘‘ rails 
vhich do not contain surface imperfections in such number or 
f such character as will in the judgment of the inspector 
nder them unfit for recognised uses; rails arriving at the 
straightening presses with sharp kinks or greater camber 
han that indicated by a middle ordinate of 6 in. in 39 ft.; 
ails that are not hot stamped.’’ These three categories are 
thus slightly defective rails; rails that have required excessive 
straightening; and rails that have had no cast numbers im 
pressed on them, so that it is not known to what cast they 
belong. The American specification also accepts rails cam- 
bered in the vertical plane to an extent not exceeding 1} in., 
provided that the camber is an even sweep and the ends are 
higher than the middle, and not vice versa. In loading rails 
in America, the various categories already referred to, and 
certain others, are distinguished by painting the rail-ends, 
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and each category is separately loaded. First quality rails 
are delivered unpainted, unless the carbon content of the cast 
from which they are taken is within the uppermost five 
points of the specified carbon range (with 95 Ib. rails 0°72 to 
0-77 per cent.), in which event the ends are painted blue. 
These two categories are known respectively as ‘‘ No. 1 low 
carbon ’’ rails and ‘‘ No. 1 high carbon ’’ rails respectively. 
Top rails from ingots, known as ‘‘A’”’ rails, are painted 
yellow on the ends, and second quality, or ‘‘ No. 2 *” rails, 
white; provided an extra of $2.00 a ton is paid, it is possible 
for the user to take his contract in ‘‘ No. 1 rails only, 
and in that event he receives 89 per cent. of his contract 
tonnage in 39-ft. rails of first quality. Rails of ‘‘ No. 1” 
quality that are shorter than 39 ft. are painted green on the 
ends. In the case of rails intended for internal United States 
use, all these different qualities are sorted out and loaded 
on separate wagons, but as on the U.S.A. contracts for 
Great Britain no second quality rails are being supplied, and 
the carbons are all below the usual American standard, there 
will be no such sorting or colour distinction; the only colour 
used will be green, to distinguish the short lengths. For 
subsequent identification, the hot stamping on American 


rails includes not only the cast number, but also 
the number of the particular ingot in’ the cast from 
which the rail has been rolled, and a letter showing 


the position in the ingot from which the rail has been cut. 
As previously mentioned, ‘‘ A’’’ rails are those from the top 
of the ingot, and the rails are then lettered ‘‘ B,’’ ‘‘ C,’’ 
‘““D,’’ ‘£E’’ and so on, in order, down the ingot to the 
bottom. Any corresponding marking in Great Britain is 
carried out on the initiative of the rolling mills themselves, 
for their own information, and this desirable American prac- 
tice might well become a part of the British standard rail 
specification. 

The 100,000 tons of the American contracts for Great 
Britain are divided in equal parts between the Bethlehem 
Steel Company and the United States Steel Corporation. 
Inspection at the former works is being carried out by Messrs. 
Sandberg with their American staff, assisted by a represen- 
tative from England conversant with British requirements, 
and at the latter by Messrs. R. W. Hunt of Chicago. 








A French Winner in the Road-rail Competition 





Up to the outbreak of war the fastest services on the Riviera line between Marscilles 
and Mentone were provided by these Bugatti railcars as well as many local services at 


the eastern end of the Riviera. 


they were very popular and recaptured much traffic formerly lost to the roads. 
The driver was situated in the conning tower in the 


maximum speed was 75 m.p.h. 


Owing to their speed and quick acceleration from stops, 


Their 


roof above the engine room 
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MEASUREMENT OF RAIL HEAD WEAR 


Jigs used by the L.M.S.R. for measuring relative resistance to 
wear of rails of varying special compositions 





NOVEL method of rail wear measurement is being used 
A on the London Midland & Scottish Railway in order to 

compare rails of special composition or rails which have 
been specially treated to increase resistance to wear with the 
ordinary R.B.S. rail. For this purpose only that wear which 
is caused by traffic is required, and therefore measurements 
are confined to the part of the rail which is subject to this, 
other sources of wear and corrosion being irrelevant for the 
purpose of comparison. 

The apparatus is simple, and consists of a jig formed to the 
contour of the part of the rail to be measured, and a dial 
gauge reading to 0-5 in. by 0-001 in. graduations. The jig 
bears by two shallow ribs or by three small studs near the 
upper and lower limits of the web, and is squared up and 
steadied by a _ two-point-bearing horizontal rib under the 
upper fishing surface. The frame of the jig is otherwise 
about 4 in. clear of the rail, and three internally-shouldered 
bushes are provided, one of them on the top centre, one on the 
top at about the junction of the two radii of the head, and the 
third opposite the junction of curve and tangent on the side 
of the head. 

In use the jig is held firmly to the rail at the point selected, 
and the plunger of the dial gauge inserted in one of the 
bushes and pressed down until the sleeve stops against the 
shoulder, when the measurement is read. When the three 
measurements have been taken the jig is applied to the 
opposite side of the rail, and two more are taken. The 
outer head measurement, of course, does not come on a point 
where wear takes place, but it has been found that the 
width of the head grows slightly by spreading, thus showing 
a flow of metal which, if not known, might be included 
in the amount of wear. 

Where this system of measurement has to be used the 





Above: 
wear of rail head for (left) 
131-lb. American (A.R.E.A.) 
and (centre) 110-lb. B.S. flat- 
bottom sections, and (right) 
95-lb. or 100-lb. B.S. bull-head 


section 


Jigs for measuring 


Left: Jigs applied to the 


respective rail sections 


first series of readings are taken before the rail is laid in the 
track, each survey point being marked by a centre punch and 
numbered for reference. All scale is scraped from the sur 
face before measuring, and immediately afterwards the rail is 
painted for about 6 in. with a quick-drying paint in order to 
preserve the gauge datum. This paint is cleaned off when 
subsequent measurements are made, and the rail is repainted 
afterwards. Survey points are usually located in the centre 
of a pair of the special rails and at about 1 ft. 6 in. from each 
end, while control measurements are taken at 1 ft. 6 in. 
from the butting ends and at the middle of each of the four 
adjoining rails of standard composition. 

Besides the measurement of special rails of standard bull- 
head section, surveys are being made of the 110-lb. and 
131-lb. flat-bottom rails which have been laid experimentally 
by the L.M.S.R. A record of surveys is kept and no attempt 
is made to convert the loss into terms of weight, as it is 
enough to compare periodical readings with the original set, 
or a simple series of graphs may be made to show the 
tendency of wear at each point. 

The actual gauging can be done at the rate of about one 
minute per section, and while increments of 0-0005 in. are 
easily read, it is not claimed that that degree of accuracy is 
obtained, but + 0-001 in. is a reasonable expectation, which 
is much better than any of the other known methods can 
approach. 








B.S.S. FOR PRESSURE CREOSOTING OF TIMBER.—This new 
specification (No. 913—1940) covers the methods of pressure 
creosoting usually employed in this country and gives mini- 
mum absorption figures for effective treatment over a wide 
range of timbers. Copies may be had from the British 


Standards Institution, price 2s. 3d. post free, 
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ROUGH -TURNING RAILWAY AXLES 


A 15}-in. centre electrically-driven Craven heavy-duty high-speed 
double axle roughing lathe 


HE lathe illustrated and described herein has been 
T designed for rough-turning simultaneously the wheel 
seats and journals of both ends of axles up to 
3 ft. 6 in. long, and is capable of operating on forged axles 
xr axles left in the bar state. It will also turn the centre 
portion of axles by locating the loose headstocks on the bed 
in suitable positions for machining with the right-hand saddle. 
[he lathe is sufficiently powerful to take full advantage of 
the use of modern high-speed steel tools. It has two car- 
riages with front and back rests and is driven by a direct- 
connected censtant-speed motor through a four-speed change 
gearbox and reduction gear. 
The bed is of strong section, with planed and surfaced 
high densened square-section slides for the reception of the 


taken from the lathe. It is fitted with an adjustable gauge 
to position the axle correctly on the centres relative to the 
tools on the slide rests. 

The saddles are arranged with long guiding surfaces on the 
bed and are fitted with front and back tool rests, with hand 
adjustment and longitudinal self-acting feed traverse by 
means of a right- and left-hand screw and nuts. The feed is 
centrally controlled, and one lever controls the traverse of 
both saddles. The traverse of the left-hand saddle can be 
disconnected when using the right-hand saddle for turning the 
centre portion of electric motor bogie axles. The tool rests 
are of heavy construction, provided with tee bolt slots, and 
the front rests are fitted with circular tools and tocol holders 
for rough-turning the journals, wheel seats, set-downs and 





The Craven heavy-duty axle-roughing lathe 


carriages and headstocks, with front square-section abutment 
to take the thrust of heavy cuts, and arranged in box form, 
with trays underneath, to collect the spent lubricant and cut- 
tings. The driving headstock is located on the bed near the 
centre, and fitted with a hollow steel spindle running in dual- 
purpose ball bearings; it is driven by strong and powerful 
double helical steel gearing, with the pinion running in an oil 
bath, from a shaft in the bed. One end of the driving 
spindle is fitted with an improved compensating driver, to 
grip and rotate the axle, thus providing a smooth and 
powerful drive. 

The drive is by means of a 40 h.p. constant-speed a.c. 
motor, through a 4-speed change gearbox and the necessary 
reduction gearing, thus providing four suitable spindle speeds 
of 24, 32, 40 and 50 r.p.m. for high-speed steel cutting tools. 
The loose headstocks are of heavy construction, each being 
adjustable along the bed to suit axles of varying lengths, and 
fitted with an adjustable steel spindle of large diameter with 
improved locking arrangement. The spindles are provided 
with live centres mounted in roller bearings. The right-hand 
headstock is adjustable sideways by means of a reversing 
motor to permit axles to be readily placed in position and 


collars, and the centre portion of electric motor bogie axles, 
and the back rests with tools for forming the radii and 
shoulders of the axles. 

The feed motion, with automatic trip and quick power 
return traverse to both saddles is controlled by one lever in 
a central position on the bed. Six rates of feed are provided, 
for use with high-speed steel tools. The front tool rests on 
both carriages are simultaneously traversed by power to and 
from the work, controlled from a centrally placed lever, 
which also actuates simultaneous traverse feed to the tool 
rests for depth of cut. Hand adjustment is also provided. 

Stops are fitted to the movements of the saddles and tooi 
rests and a safety clutch is provided to prevent damage to 
the gearing. All the gears are of high-tensile steel totally 
enclosed in an oil-bath, and the main driving shaft is mounted 
in roller bearings. 

Special attention has been paid to the lubrication of all 
working parts, this being carried out by means of “‘ one 
shot ’’ pumps. Where it is not practicable to lubricate by 
this system, oiling nipples are fitted for use with the oil-gun 
provided with the machine. The gears in the change speed 
bexes rotate in oil-baths. 
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British Railways and the War—34 





Left: Sleeping accommodation for Servicemen at King’s Cross station, L.N.E.R., in Laing’s Show 
House, which has been loaned to the Salvation Army. Twenty beds are available at 6d. a night. 
Right : Rest room for members of the Services at King’s Cross station, L.N.E.R., in Laing’s Show House 

















sae. 


Canteen for Servicemen at King’s Cross station, L.N.E.R. 





Left : Church Army inquiry bureau on No. 1 platform, Paddington station, G.W.R., for members of H.M. Forces. 
Right: A scene in the uniformed-staff dining club, No. 1 platform, Paddington station, G.W.R., which has been 
made available to members of the Forces 
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RAILWAY NEWS SECTION 


PERSONAL 


20N & STEEL CONTROL APPOINTMENTS 


The Iron & Steel Control announces 
hat Mr. J. M. Duncanson has succeeded 
Ir. Ralph Alsop as Deputy Controller 
f Steel Supplies under the Ministry 
f Supply. Mr. Duncanson joined the 
ron & Steel Control before the out- 
weak of war as Director of Heavy 
Steel, including semi-finished steel and 
hell steel. He was later appointed to 
he position of Assistant Controller of 
steel Supplies. He is a Director of the 
steel Company of Scotland, Deputy 
‘hairman of R. Y. Pickering & Co. 
Ltd., and also on the board of the 
Glasgow Railway & Engineering Co. 
Ltd. These companies have seconded 
Mr. Duncanson, who has been given 
leave of absence so as to devote whole- 
time services to the Iron & Steel 
Control. 

Mr. Duncanson has been succeeded 
in the position of Assistant Controller 
of Steel Supplies by Mr. A. G. E. 
Briggs who was formerly the Director 
of Alloys, Special Steel, & Ferro-Alloys 
for the Iron & Steel Control. 


CLYDE COMMITTEE OF INQUIRY 


The Minister of Transport, after con- 
sultation with the Minister of Labour, 
has appointed a committee of inquiry, 
under the Chairmanship of Lord Patrick, 
one of the Senators of H.M. College of 
Justice in Scotland, with the following 
terms of reference; ‘‘ to consider the 
position at Glasgow docks in all its 
aspects and to make recommendations 
thereon with a view to the most 
efficient working of the port during the 
war.”’ In addition to Lord Patrick, 
the Minister has invited the following 
members to complete the committee : 
Mr. Reginald P. Biddle, Docks & Marine 
Manager, Southern Railway, South- 
ampton, and Mr. George W. Thomp- 
son, of the Association of Engineering 
& Shipbuilding Draughtsman, Member 
of the General Council of the Trades 
Union Congress, and Representative of 
the General Council of the T.U.C. on 
the National Joint Advisory Council. 
The Secretary will be Mr. G. F. Sayers, 
of the Ministry of Transport. The 
inquiry began at the Central Station 
hotel, Glasgow, on Tuesday, August 27. 


record the death at 
Portland, Ore., on August 7, of Mr. 
H. H. Brewer, who was Assistant 
General Manager of the Canadian 
National Railways at Winnipeg, Mani- 
toba, prior to his retirementein 1924. 
Mr. Brewer, who was born on Novem- 
ber 19, 1862, had 41 years’ experience 
in the operating department of various 
railways, 17 of which were spent on 
United States railroads before he joined 


We regret to 


the Grand Trunk Railway as Yard- 
master at Durand, Michigan, in 1900. 


After serving at other U.S.A. points, he 
was stationed at Montreal as General 
Yardmaster for the Grand Trunk Rail- 


way from November, 1902, to May, 
1904. He became Terminal Super- 
intendent at Toronto for three years 


and was then stationed at Winnipeg, 
where he rose to be Assistant General 
Manager. 





Mr. R. P. Biddle 


Docks & Marine Manager, Southern Railway, 

Southampton, who has been appointed a 

Member of the newly-formed Clyde Committee 
of Inquiry 


We regret to record the death, on 
July 3, after a long illness, of Mr. 
W. A. James, one of the best-known 
pioneer construction engineers of the 
Canadian Pacific Railway. He retired 
as Assistant Chief Engineer, Western 
Lines, but he had _ previously been 
responsible for many fine reconnaissance 
and location surveys, constructions, 
and, above all, the great five-mile Con- 


naught tunnel through the Selkirk 
range. Mr. James joined the C.P.R. 


in 1898, and, after construction ex- 
perience in the West, he surveyed 
several new C.P.R. lines between 1900 
and 1904, becoming Divisional Engineer 
in the latter year, in charge of the 
doubling of the difficult Winnipeg-Fort 
William line through Muskeg. In 1910 
he was’ Engineer of Construction, 
Western Lines, and was responsible for 
further surveys, before undertaking the 
Connaught tunnel work in 1915-16. 
The tunnel saved 4} miles of line, 
lowered the summit attained by the 
railway by 552 ft., and greatly reduced 
the curvature of the line. It was in 
1918 that Mr. James was appointed 
Assistant Chief Engineer, Western 
Lines, the position he held until his 
retirement ten years later. He was 
subsequently Consulting Engineer for 





the Western Territory for a short time, 
and was a Member of the American 
Railway Engineering Association. 

Mr. S. H. Whitelegg, Works Super- 
intendent, St. Rollox, Glasgow, 
L.M.S.R., has been granted leave of 
absence, and has joined the staff of the 
Ministry of Supply, Machine Tool 
Control Section. 

We regret to record the death of 
‘“ Charley ’’’ Mitchell, who until his 
retirement five years ago, was for many 
years a familiar figure as an engine- 
driver on the St. Ives branch of the 


G.W.R. 
Lord Ashfield, Chairman of the 
London Passenger Transport Board, 


has undertaken a part-time job at the 
Ministry of Aircraft Production. It is 
stated that Lord Ashfield has no special 
post, but attends whenever he can to 
help with various work. 


INDIAN RAILWAY STAFF CHANGES 
Mr. I*. G. Langdon has been confirmed 
provisionally as Chief Engineer, G.I.P.R. 
Lt.-Colonel H. H. E. Gossett, R.E., 
has been appointed to officiate as Chief 
Engineer, E.B.R. as from May 18. 


Mr. H. K. WKoregaokar has_ been 


appointed to officiate as Deputy General 
Manager (Works & Secretary), E.B.R., 
as from May 18. 


* Hullo Twins” 
Not twins, but an interesting ** double.’ 
Mr. H. C. Greenfield, Stationmaster, 
Waterloo (right), shakes hands with 
himself, as commander of * A’ Com- 
pany, Home Guards, Waterloo. There 
are over 4,000 Southern Railway Home 
Guards in the London Area alone 


° 
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TRANSPORT SERVICES AND THE WAR—53 


London’s transport facilities during and after night air raids 


for travelling troops—TIrish Channel 


night—Port emergency arrangements Transport in 


[he series of night air raids on the London area during 
the past few days is generally regarded as having for its 
primary object interference with the rest of day workers and 
disturbance to the production of night shifts. The policy 
seems to be to send a few bombers which circle in the neigh- 
bourhood of the Metropolis for lengthy periods so as to cause 
air raid warnings to be given, with resultant disturbance to 
transport services and so _ forth. 3ombing seems to be 
comparatively slight and wholly indiscriminate. During the 
weekend there was some doubt in the minds of the travelling 
public as to what transport services would be available after 
the ‘‘ raiders passed ”’ signal had been given, and on Monday 
(August 26) the Railway Executive Committee dispelled 
fears that travellers might be stranded in London through 
a late-night air raid warning and issued the following state- 
ment 

“The railways have been giving careful consideration to 
the running of train services for suburban passengers who 
may be delayed in consequence of late-night air raid warnings. 
Following the air raid warning on Saturday night extra 
trains were run from the main-line terminals and by London 
Transport to cope with the situation. A few passengers were 
unfortunately unaware of these emergency arrangements. In 
the event of a late-night air raid warning in London, the 
railways and London Transport will make every endeavour 
after the ‘all clear’ to ensure that the public get to their 
homes.”’ 

\s we pointed out last week, the policy of the London 
Underground railways is to continue running normally during 
air raids with the exception of closing stations where sub- 
surface protective works necessitates such closure. We 
reproduce a revised poster that has been issued during the 
past few days by the London Passenger Transport Board 





Delivering the Goods 


ARSENE 





AIR RAIDS 


During an air raid, or when a warning 
is sounded, the following Underground 
stations will be closed 





£346 #Oa0 subways oO 


Improved amenities 
daylight instead of at 
Enemy-occupied Europe 


services in 


listing these stations, and indicating the under-river section 
of the tubes which are closed by flood gates on receipt of 
‘red’ warning. The tube services continue to run bot! 
north and south of the isolated sections \ further portio 
of Underground line brought within the scope of these arrang« 
ments is the section of the District line between Mansio1 
House and St. James’s Park. This was indicated by th 
inclusion of the stations affected in the list we published last 
week. Passengers already holding tickets available at close: 
stations may travel to or from any other London Transport 
station in the vicinity and by any alternative Underground 
route. If no such route is available, passengers may mak« 
or complete their journeys by bus, tram, or trolleybus 
without extra payment. 

The practical effect of the arrangements announced by the 
Railway Executive Committee was shown on the night of 
Monday-Tuesday, when the air raid lasted for 6 hr. 12 min 
The Underground railway service was practically normal uy 
to 1 a.m.; a special service was run after the “ raiders 
passed ’’ signal had been given at 3.40 a.m.; and the special 
service merged into the beginning of the usual day service 
The Times on Wednesday morning paid tribute to the fact 
that distributive services performed by the railways were 
successfully improvised at unusual hours, and deliveries of 
even such things as newspapers were little delayed. It added 
‘on the whole, both the L.P.T.B. and the main-line railways 
are to be congratulated on their achievements . . . the 
imperturbability of the transport services deserves recognition.” 

Station Facilities for Troops 
The War Office has announced that arrangements have 


been made with the railway companies by which, from Mon- 
day last, August 26, washing, lavatory, and left luggage 


Another Mechanised Army 
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Other stations will be closed if necessary 


if lion Railwaymen on the Home 
The! wheels of a million and a quarter freight : : half a mi y 

s No trains will run on the following 

vehicles hum unceasingly over the iron roads sections of Line their equipment, their specialised 

¢ NORTHERN LINE BAKERLOO LINE Ors LINE 

Sean te Kemmngtor Pccadiliy Crews to Mamper Mouse to 

of the British Railways, hurrying loads of ned Moorgate te ELepnamt and Castie St. James unrivalled transport knowledge 
onsen Sage {AST LONDON Lint 

essential supplies to every corner of the Kingdom AVAILABILITY OF TICKETS ar ° ibuting vitally to the National Cause 





Pamengers mrendy holding tickets available ot closed rations 
ey trowel te or fram ony other London Transport stetion in 
the wemity and By any viternative U 
FOUte ie BRLaDUe penser gers may mare oF complete thew jowrner> 
by Dut tram or trotieybus without eNtre pEyment 


You can Rely on 


BRITISH RAILWAYS 


The RAILWAYS are 
PULLING THE FREIGHT 





Two new posters of the Railway Executive Committee and (middle) the latest announcement of the London Passenger 
Transport Board concerning underground railway services during air raids 
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iccommodation will be available, free of cost, to all members 
f the Services and corresponding Women’s Services at ten 
nain railway ‘stations in London, and at main-line stations 
n the provinces where there is a Railway Traffic Officer or a 
inteen recognised by the War Office. The London stations 
ire King’s Cross, Liverpool Street, St. Pancras, Euston, 
Paddington, Waterloo, Victoria, Charing Cross, London 
Bridge, and Marylebone. The stations of the London Pas- 
senger Transport Board are not included in the scheme. The 
scheme applies to all officers and men in uniform of the 
three Services, members of the A.T.S., W.R.N.S., and 
W.A.A.F.S., and includes members of the Home Guard 
wearing the uniform or brassard, and members of the 
Mercantile Marine wearing the official badge. Personnel 
requiring the facilities mentioned must apply either to 
the Railway Transport Office or to the canteen for 
vouchers for the facility required. These vouchers 
will be issued free and given up to the attendant 
of the lavatory or left luggage office. No rifles or munitions 
are to be deposited in the left luggage office except in stations 
where there is a military left luggage office with a military 
guard. 
Railway Staffs and War Work 

Although their first war duty is to maintain efficient trans- 
port, and most of their employees are in reserved occupa- 
tions, the British railways and London Transport, in 
co-operation with the trade unions, have released 8,000 
skilled men for war work other than transport. They are 
engaged in a wide variety of jobs, from the manufacture of 
small delicate parts of shells to the manufacture of tanks; 
from instructing soldiers in the repair of motors to the repair 
of aeroplanes. The railways are in constant touch with the 
Ministry of Labour so that the maximum number of 
skilled men can be used for urgent war work. The 
railways and London Transport have 50,000 employees with 
the Forces, so that the total direct contribution to the war 
effort now amounts to 58,009 men. In addition, no fewer 
than 100,000 railwaymen have volunteered to serve with the 
Home Guard. 


L.M.S.R. September Timetable Alterations 

The most important alteration in the L.M.S.R. timetables, 
operative from September 1, is that the Irish Mail via Holy- 
head is to be a day instead of a night service. The down 
Irish Mail will leave Euston at 8.20 a.m., on both weekdays 
and Sundays, calling at Rugby (10.1/10.7 a.m.), Crewe 
(11.40/11.55 a.m.), and Chester (12.24/12.37 p.m.) and 
reaching Holyhead at 2.23 p.m.; on Sundays an additional 
stop will be made at Bangor. In the reverse direction depar- 
ture on weekdays will be from Holyhead at 1.45 p.m., with 
stops at Chester (3.32/3.45 p.m.) and Crewe (4.15/4.25 p.m.) 
only, and Euston will be reached at 7.35 p.m.; on Sundays 
the express will leave Holyhead at 1.50 p.m., call additionally 
at Bangor, and reach Euston at 8 p.m. Restaurant cars will 
be provided in each direction. A new connecting service will 
run from Manchester (Exchange) at 11 a.m. to Chester, 
reaching Chester at 12.16 p.m., and the 11.5 a.m. from 
Liverpool (Lime Street) to Chester will start at 10.45 a.m. in 
order to make connection; in the reverse direction connection 
for Manchester will be made by continuing the 4.10 p.m. 
Chester—Earlestown train to Manchester (Exchange). The 
11.45 p.m. sleeping car express from Holyhead to Euston 
will cease to run; the 8.45 p.m. from Euston, hitherto the 
down Irish Mail, is continued, but to Chester only. All the 
additional trains provided on Saturdays and Sundays during 
the summer season to and from coastal and other holiday 
resorts are withdrawn after September 14 and 15; this applies 
to a large number of services all over the L.M.S.R. system. 
On the Midland Division the 7.20 a.m. from Manchester 
(Central) to London will call additionally at Bedford and 
reach St. Pancras at 12.18 p.m.,.and the 12.20 p-m. from 
Bradford (3.27 p.m. from Nottingham) will call additionally 
at Oakham and be due at St. Pancras 6.36 p.m. 


The Fishguard—Rosslare Service 
The G.W.R. has also, from Wednesday, August 21, and 
Thursday, August 22, altered its eastbound and westbound 
Irish Mail services via Fishguard from night to day. The 
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connecting service from Paddington is a new train at 
12.50 a.m., on Tuesdays, Thursdays, and Saturdays, carrying 
only passengers for Ireland, and calling at Swindon, Newport, 
Cardiff, Neath, Swansea, Llanelly, and Carmarthen. In the 
reverse direction a new train runs on Wednesdays, Fridays, 
and Sundays, leaving Fishguard Harbour at 12 noon, calling 
at Llanelly, Swansea (1.51 p.m.), Neath, Port Talbot, Bridgend, 
Cardiff (3.14 p.m.), Newport (3.37 p.m.), and Reading, and 
reaching Paddington at 6.40 p.m. The 7.55 p.m. from 
Paddington now terminates nightly at Swansea ; the 6.20 a.m. 
from Fishguard Harbour to Paddington (Wednesdays and 
Fridays only) is cancelled; but the 8.15 a.m. from Swansea 
to Cardiff (Tuesdays to Saturdays inclusive) continues to run. 


Port Emergency Arrangements 

The emergency committees set up by the Minister of Trans- 
port to act as his representatives in more than forty principal 
ports of Great Britain have now been asked by the Minister 
to review and where possible improve the existing machinery 
in the light of 12 months of experience, supplemented by 
views expressed in reports by Mr. Frank Pick, who at the 
request of the Minister recently visited several of the chief 
ports. In particular the Minister has indicated the need for 
action on the following lines. Port emergency committees 
should take the widest view of their powers to secure the 
quick turn-round of ships and the rapid clearance of ports. 
Consideration should be given to the setting up in every 
port of an executive committee of the Port Emergency Com- 
mittee to meet weekly and even daily during an emergency, 
to maintain close contact with the local officers of the various 
Government Departments concerned, such as the Senior 
Naval Officer, the Collector of Customs, the Port Labour 
Inspector, and the Movement Officers of the Ministries of 
Food and Supply. The Chief Executive Officer should be 
given reasonable discretion to act on behalf of the Port 
Emergency Committee. In the event of a complete break- 
down of communications, the power of issuing instructions to 
groups of ports would be assumed on behalf of the Minister 
by Divisional Port Controllers. The purpose of the pro- 
posals is to ensure that machinery for dealing with emergency 
conditions is kept in a continually improving state of readi- 
ness and that no bottleneck exists which would slow down 
either the flow of imported foodstuffs and raw materials, 
munitions, and finished goods, or the equally important flow 
of exports to pay for such supplies. 


Port of Liverpool Road Transport Control 

A private company entitled the Port of Liverpool Road 
Transport Control Limited was incorporated on August 16 
with a nominal capital of £500 in £5 shares to act as controller 
of dock and road traffic in South West Lancashire, Wirral, 
and Merseyside, in collaboration with the Ministry of Trans- 
port, the Mersey Docks & Harbour Board, and other public 
authorities. 

Clyde Committee of Inquiry 

The Minister of Transport, after consultation with the 
Minister of Labour, has appointed a committee of inquiry 
under the Chairmanship of Lord Patrick, one of the Senators 
of H.M. College of Justice in Scotland, with the following 
terms of reference: ‘‘ To consider the position at Glasgow 
docks in all its aspects and to make recommendations thereon 
with a view to the most efficient working of the port during 
the war.’’ In addition to Lord Patrick, the Minister has 
invited the following members to complete the committee: 
Mr. Reginald P. Biddle, M.Inst.T., Docks & Marine Man- 
ager, Southern Railway, Southampton, and Mr. George W. 
Thompson, of the Association of Engineering & Shipbuilding 
Draughtsmen, Member of the General Council of the Trades 
Union Congress, and representative of the General Council 
of the T.U.C. on the National Joint Advisory Council. The 
Secretary will be Mr. G. F. Sayers of the Ministry of 
Transport. 

The object of the inquiry is to ensure that the best 
possible use is made of the Port of Glasgow in the exceptional 
circumstances which have been created by the war. Under 
the wartime organisation of its Port Emergency Committee, 
the port has played an important part in the national effort 
and as new problems arise from time to time which call for 
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special consideration it is desired to ensure that its efficiency 
is fully maintained. The problems are related to all the 
elements which combine in the operation of a port such as 
Glasgow, namely the Authority, the employers, and labour. 
All aspects of the functions of these groups will have to be 
taken into account by the committee. There is no sugges 
tion of criticism of any of the sections mentioned; it is 
desired to obtain authoritative opinion as to what is neces- 
sary to meet the particular requirements of the wartime 
situation Che inquiry opened at the Central Station hotel, 
Glasgow, on Tuesday last, August 27. 
Rail Vouchers for Sick Soldiers’ Relatives 

Che British railway companies have agreed to the holding 
of railway concession vouchers by the Soldiers’, Sailors’, & 
Airmen’s Families Association for issue (by the association) to 
relatives who wish to visit members of H.M. Forces who are 
ill in hospitals in Britain. These railway concession vouchers 
may also be obtained from the British Red Cross Society 
with which the Soldiers’, Sailors’, & Airmen’s Families Asso 
ciation works in close conjunction with regard to visits in 
[he vouchers, which must bear the stamp of the 

office of issue,’’ entitle the holder to the following reduced 
fare facilities: Return journey for the single fare; single 
journey for half the single fare. 


hospitals 


Transporting Timber Across Canada 

For several months past the Canadian railways have been 
hauling large quantities of British Columbia timber across 
Canada to ocean ports in the East, for shipment from Mon 
treal, Halifax, or St. John to Great Britain, in accordance 
with the recorded in our 
February 16 (page 233) and March 8 (page 355). This mov 
ment has been unusual on account of the relatively high cost 
of rail transportation in comparison with normal shipment by 
water through Panama Canal. <A scarcity of available ship 
ping at the Pacifiic Coast, however, coupled with an urgent 
need for supplies by the Allies, resulted in an agreement 
being reached whereby Canadian railways handled shipments 
from the West coast at 75 c. per 100 lb. to Montreal, or 83 c. 
to Halifax. It is understood that the total movement, includ 
ing the main shipments already handled, together with the 
amount now in transit and several million feet contracted 
for but not vet moved, will amount to about 95,000,000 ft 
A radical change, however, has been taking 
place, and, once the balance of commitments by rail is 
completed, all future shipments overseas seem certain to be 
by water. Indeed, during the past few weeks, a high per- 
centage has been shipped by vessel through Panama, accord 
ing to a message from our Montreal correspondent dated 
August 6. In place of the scarcity that existed some months 
igo, one transport official described the present situation as 
more ships than they know what to do with.”’ 
This change has been the natural result of a transfer of a 
large volume of shipping to the British flag that formerly 
belonged to some of the countries overrun by Germany, in 
particular Norway, Denmark, and Holland. Reports from 
Vancouver indicated June shipments by water and rail as 
exceeding 90,000,000 ft., and the probability that the third 
quarter total will reach a new high level. 


arrangements we issues. of 


board measure 


being one of 


Danish State Railways 
The Danish State Railways have increased passenger and 


voods rates and fares by 25 per cent. from July 1, 1940. 


Brussels—Malines Rail Services 
Limited train services were resumed in July on the 
Brussels (Nord)—Malines section of the Antwerp 


line An hourly service in both directions was introduced. 


3russels 


Canal Restoration in Belgium 

Further progress seems to have been made by the German 
Forces in reopening for traffic sections of the canal system of 
3elgium, and to the list of canals again in working order 
which we published at page 130 of our August 2 issue have 
now been added the following, according to German con- 
trolled Dutch broadcasts: Brussels—Charleroi canal reopened 
to vessels up to 38 metres in length and 1-9 metres draught; 
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the canal sections between Senet and Lembie, and betwi 
Senet and the junction with-the Brussels—Rupel canal. 


Transport in the Netherlands 


Construction of a double track railway on the Zuider Z 
dam, linking the railways of the provinces of Friesland a 
North Holland, is nearing completion. 

Rotterdam port traffic is apparently practically at a stai 
still. During the first half of 1940, 1,177 vessels registeri 
1,569,304 tons entered the port, as against 7,219 ships 
11,801,707 tons during the same time in 1939. Only o 
vessel entered during the whole of the last week of the h 
year. 

Opening of the Nordland Railway, Norway 

German sappers have equipped for limited operation ai 
recently opened the 196-km. (122-mile) extension of 1 
Nordland Railway in Norway, extending from Grong 
Mosjoen. About a year ago the Norwegian authorities h 
announced their intention of opening this line in the summ 
of 1941 and German propaganda has apparently made capit 
of the fact that the German forces have brought the railw: 
into use so far in advance of schedule. Actually the Ni 
wegians themselves had already pushed forward constructio 
work to the extent that a few days before the German iny 
sion it was officially announced that work on the Grong 
Mosjgen section had been accelerated sufficiently to enab! 
the section to be opened during the autumn of this yea 
Chis was recorded at page 568 of our April 19 issue in 
communication from our Norwegian correspondent which wa 
dispatched on the day before the German invasion. The ne\ 
line has many tunnels and bridges entailing large and difficul 
construction works. Under the Norwegian plans its openin 
was dependent on the electrification of the Ostfold railway 
(another work which was being accelerated for opening thi 
autumn, as noted in our Electric Railway Traction Supple 
ment of March 1, 1940), as it was the intention that th: 
steam locomotives from the Ostfold line would then b: 
transferred to the Nordland line, thus avoiding the purchas: 
of more steam locomotives. 


A Railway for Albania 
rhe Italians are stated to be building a railway fron 
Durazzo to Elbasan and Labinoti, 99 km. in length, esti 
mated to cost 200 million lire. The construction is said to bx 
‘advancing according to plan.”’ 


French Transport Facilities 

he French (Vichy) Government is making every effort to 
improve transport facilities in France, according toa messagi 
from the Havas Agency dated August 25. Fresh efforts ar 
being made to increase the number of trains and to reorganis« 
traffic on lines of secondary importance so far as is possibl 
in view of the difficulties caused by the lack of fuel. Thx 
statement adds that the Government is also endeavouring to 
increase the comfort of passengers travelling on the French 
railways. Steps are also being taken to make extensive use 
of the canal system for the transport of heavy goods, 
especially coal. To this end, every effort is being made to 
repair the waterways. In agreement with the German 
authorities, telephonic communications have also been 
improved, and the lines between Paris and Vichy quadrupled. 


Syria 
[he frontier between Syria and Palestine remained for a 
long time strictly closed from the Syrian side. It has now 
been reopened, according to a message from Cairo on 
August 27, but only for through traffic to Turkey. British 
subjects still remain in danger of arrest. 


German-Swiss Frontier Reopened 
Germany has reopened the Basle frontier railway between 
Switzerland and Germany which had been closed since 
July 30, according to a press message of August 26. It is also 
stated that farmers and frontier workers have been given per 
mission to renew their frontier cards, which were suspended 
on July 30. 
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CHARGES (RAILWAY CONTROL) CONSULTATIVE COMMITTEE 


Public inquiry to advise the Minister of Transport as to the best 


method of further increasing the charges of the four main-line 


railway companies and the London Passenger Transport Board 


his inquiry was opened on Monday, August 26, at Bush 
louse, Strand, before Mr. Bruce Thomas, K.C. (Chairman), 
wir. H. E. Parkes, and Mr. John Quirey. 

The Chairman said that the inquiry was being held to con 
der the matters referred to the Committee by the Minister 
f Transport in his. letter of August 9, which contains the 

rms of reference. He read the letter, the terms of which 
yllow. 

I am directed by the Minister of Transport to refer to 
1e outline of financial arrangements with the railway com- 
inies and the London Passenger Transport Board (Cmd. 
168) under which charges are to be adjusted to meet varia- 
ons in working costs and certain other conditions arising 
om the war. 

I am to inform you that estimates of increases in work- 

costs and the financial effect of certain other conditions 
rising from the war, during the period September 1, 1939, to 
September 30, 1941, in respect of the railway companies and 
January 1, 1940, to September 30, 1941, for the London Pas- 
nger Transport Board, amounting to £46,000,000, have been 
ibstantiated. 

The Railway Executive Committee have submitted pro- 
iosals that, as from October 1, 1940, the charges of the 
ilway companies (other than those relating to their hotel, 
ock, harbour, canal, and steamship undertakings) should 
nerally be increased by increasing the additional charge of 
10 per cent., authorised by the Minister’s Order of April 17, 
1940, to 174 per cent., and that the charges of the London 
Passenger Transport Board should be adjusted in the manner 
set out in Appendices IV and VIII. The effect of the pro 
posed increases upon certain fares is shown in Appendices V, 
VI and VII. 

‘‘ The Executive Committee estimates (Appendices I and 
II) that the yield to September 30, 1941, from the increases 

1 charges already made or authorised will amount to about 
£29 500,000.’ 

The Chairman, continuing, said it was to be noted that 
the reference to the committee was limited to two matters. 
First, to consider the estimates which were contained in 
some of the appendices in the Minister’s letter; and secondly, 
to consider the best method of increasing the charges on 
October 1 next so as to yield by September 30, 1941, a sum 
which, together with increases already made or authorised, 
would amount to about £44,500,000. 
numerous organisations which were 





Representatives — of 
opposed to the proposed increases asked for an adjournment 
to give them time to prepare their cases. 

The Chairman said that an adjournment at some stage 
would be necessary, but he did not think an adjournment 
could be granted at this stage. The proper course was_ to 
call on witnesses for the Railway Executive Committee to 
explain the whole of the documents lodged with the Charges 
Committee; that after this explanation, this committee might 
isk questions; and then questions might be asked by the 
opponents on the documents, but it would not be incumbent 
on anyone to cross-examine at this stage. 

Mr. Alfred Tylor, who appeared with Mr. Fox-Andrews for 
the Railway Executive Committee, in his opening address 
said : 

‘You will remember, Sir, that Mr. Miller, who appeared 
with my friend, Mr. Fox-Andrews, at the inquiry before you 
in May last, in his opening remarks dealt in some little 
detail with the history leading up to the inquiry. It is 
therefore, perhaps, only necessary for me briefly to sum 
marise the historical background to this inquiry, but there 
is a particular aspect of this matter which, in view of 
what has appeared in the press with regard to the subject 
of this inquiry, it is desired that I should emphasise so 
that all here present and the public generally may appre- 


ciate the position of the Railway Executive Committee and 
the railway companies and the transport board. 

‘““As you are aware, by the Railway Control Order 
(S.R. & O. No. 1197) dated September 1, 1939, made by the 
Minister of Transport under Regulation 69 of the Defence 
Regulations, the Minister assumed control, among other rail- 
way undertakings, of the undertakings of the four main-line 
railway companies and of the London Passenger Transport 
Board, and the Minister, by that Order created a body known 
as the Railway Executive Committee to be his agents for the 
purpose of giving directions under the Order. That body is 
subject to the control of the Minister and not of the Railway 
Companies and the London Passenger Transport Board. 
Following on the assumption by the Minister of control of 
these undertakings, certain financial arrangements were made 
between the Minister and the four main-line railway com- 
panies and the London Passenger Transport Board which 
were outlined in a White Paper presented to Parliament in 
February, 1940 (Cmd. 6168). 

It is unnecessary for me to deal in detail with those 
arrangements which were explained by Mr. Miller at the 
last inquiry, it being sufficient to state that under them, the 
net revenues of the undertakings are pooled ‘and shared in 
certain proportions, the Government participating in that 
pool at a certain stage and taking the whole of the revenue 
when the pool exceeds a certain balance, the Government 
guaranteeing the undertakers a certain minimum payment. 
It was a necessary and consequential part of the arrangement 
that rates, fares, and charges should be adjusted to meet 
variations in working costs and certain other conditions 
arising from the war and Paragraph 10 of the White Paper 
states that machinery would be provided ‘to this end. 
Accordingly an agreement was made _ constituting this 
machinery and, although Mr. Miller referred to that agree- 
ment in some detail at the last inquiry, I am desired by the 
Railway Executive Committee to read its terms to you and 
your colleagues for reasons (among others) which I shall 


presently indicate.’ 

The agreement to which Mr. Tylor referred is as follows :- 

‘ (1) The jurisdiction of the Railway Rates Tribunal in 
regard to the general level of charges will be suspended. 
Instead, the Minister will, by Order under the Defence Regu- 
lations, adjust the charges (which expression includes rates, 
fares, tolls, dues, and other charges) in operation at the 
outbreak of the war to meet variations in working costs and 
other conditions arising from the war. The jurisdiction of the 
Railway Rates Tribunal in other matters will continue, unless 
ind until circumstances arise which render it impracticable. 

‘ (2) The Railway Executive Committee ‘will estimate 
quarterly the effect of variations in working costs and other 
conditions as, for example, the cost of meeting charges for 
war damage on the basis agreed, and the loss of earning 
power of the board due to war conditions. They will submit 
to the Minister such estimates and, if they consider that the 
sum involved is sufficient to justify an increase in charges, 
their proposals for such increase. 

‘ (3) The first estimate will be under two heads, 
namely :—(a) the increase in cost from September 1 up to a 
future date; and (b) the increase in cost per annum from the 
future date. 

‘ (4) The estimates and proposals will be examined by 
the Minister and the Minister will, unless he considers it 
unnecessary or undesirable, seek the advice of a Consultative 
Committee as to the increase which should be made to adjust 
charges in accordance with paragraph (1). 

‘ (5) The Consultative Committee will consist of the per- 
manent members of the Railway Rates Tribunal acting in an 
advisory capacity. They will, on any reference, be informed 
of the sum to be raised and of the proposals of the Railway 
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Executive Committee, and will be asked to advise the 
Minister what is, in their opinion, the best method ot 
increasing charges to produce the requisite sum. They will 
not, unless the Minister so indicates, hold any public inquiry. 

(6) After considering all the circumstances, including the 
advice of the committee if the matter has been referred to 
them, the Minister will, by Order, authorise such increase as 
is appropriate to adjust charges accordingly. The increas« 
will not necessarily be the same on all charges. Some charges 
may indeed be exempted from increase, or even reduced. 

(7) In the event of the estimate of the Railway Execu 
tive Committee showing a reduction in the costs mentioned 
in paragraph (2), the Minister will under like procedure make 
an Order substituting appropriately reduced charges for those 
then authorised. 

(8) Any representations by a_ representative body of 
users as to the level of charges will be considered by the 
Minister, and if necessary referred to the Consultative Com 
mittee for its advice.’’ 

Mr. Tylor, continuing, said: Now, Sir, I have read the 
agreement in full, not only because it is the machinery which 
constitutes your committee and which, so to speak, is your 
charter, but also because from references in the press it would 
seem that the public are under some misapprehension as to 
the position of the main-line companies and the transport 
board in this matter. It would appear that there is a 
general impression in the minds of the public that this is an 
ipplication by the railway companies and the transport board 


to increase charges and it is to disabuse the mind of the 
| 


public in this respect that I wish to make and emphasise the 
following points, 
In the first place, as the agreement shows, a duty is 


placed by the Minister on his agents, the Railway Executive 
Committee, to undertake every quarter a review of the varia 
tions in working costs and other conditions due to the war 
and, as his agents, to submit to the Minister their estimate 
of the effect of those variations. At the same time, if the 
Railway Executive Committee consider that the sum involved 
in those estimates is sufficient to justify an increase in 
charges, the duty is placed upon that committee to mak 
proposals to that end 

‘In the next place, the Minister considers the estimates 
ind proposals of his agents and he determines what sum, if 
inv, has been substantiated on his agents’ estimates as an 
increase in working costs. If then he seeks the advice of your 
committee on the proposals of the Railway Executive Com 
mittee, he informs your committee, Sir, of the sum to be 
found and which he, the Minister, has determined, and asks 
you to advise him as to the best method of increasing 
charges to produce that sum, you having before you the 
proposals of his agents, the Railway Executive Committee, 
in the matter. 

I should also draw attention to the fact that if the 
Minister determines on the estimates of his agents that there 
is a reduction in the costs, the Minister will make an Order 
reducing charges, seeking, if he thinks it necessary, the 
advice of your committee, Sir, in like manner as in the cas¢ 
of an increase in charges. 

Now, Sir, I have referred in particular to these features 
of the machinery in order to emphasise the fact, which | 
know is fully present to your mind and those of your 
colleagues, that the initiative in this matter of adjusting 
charges so as to keep them in step with the variations in 
working costs due to war conditions lies with the Railway 
Executive Committee, as agents of the Minister, the Minister 
being bound under his agreement with the railway companies 
to preserve this equilibrium so far as possible. 

I think, Sir, that I have made it sufficiently clear that 
the subject matter upon which you are asked to advise the 
Minister does not have its inception in an application by the 


railway companies and the transport board but comes before 
you in the course of the exercise by the Railway Executive 


Committee of its duties, placed upon it by the Minister, and 
on the remit of the Minister, himself, to your committee.’’ 


Sir William V. Wood, Vice-President, Finance and Service 
Departments, L.M.S.R., and a member of the Railway 
Executive Committee, dealt with a statement of the case 


in support of the proposed increases so far as they concerned 
the main-line railways. Appendix 1 to the statement showed 
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the estimated yield from additions to rates and charges 
arising trom 


Railways (Additional Charges) May & June, 1940 July, Aug., Sept., 1940 A future year 
Order, 1940 £ £ 


April 17, 1940 3,259,000 4,674,000 18,542,C00 
Increased payment for 

mails “a “Ee : 25,000 34,000 136,000 

Increased parcel post rates 51,000 204,000 
Railways (Additional Charges) 
No. 2 Order, June, 26, 

1940 : 421,000 2,070,060 

3,284,000 5,180,000 20,952,000 

£29,41 6,000 


\ppendix 3 showed the effect of existing increases and those 
prope sed. 


Total for 25 months 


Existing increases To Sept. 30,1940 A future year to Sept. 30, 1941 
£ £ £ 


Appendix | 


May & June, 1940 3,284,000 
July, Aug. & Sept., 1940 5,180,000 ; 29,416,000 
Year to Sept. 30, 1941 20,952,000 
Appendix 2 37,000 69,000 106,000 
8,501,000 21,021,000 29,522,000 
Appendix 3 proposed increases 15,100,000 15,100,CCO 
36,121,CCO 44,622,CCO 


The proposal regarding the main line railways was to substi 
tute 173 per cent. for the 10 per cent. in the Railways (Addi 
tional Charges) Order, 1940, with no other alteration, subject 
to traction rules The increase of 446,100,000 in costs had 
been substantiated and the additional estimated revenue above 
stated would be required to meet these increased costs 

Mr. Theodore E. Thomas, General Manager of Operations, 
London Passenger Transport Board, said that the substitu 
tion of a 17} per cent. surcharge for a 10 per cent. surcharge 
which had been proposed by the main-line railways was not 
generally applicable in the case of London Transport fares. 
The Railway Executive Committee had suspended action on 
the increase of 2d. fares to 2}d. which had been authorised 
by Order No. 2. The 2d. fares formed a very large propor 
tion of London Transport railway fares and a much smaller 
proportion of the bus fares, and any variation between bus 
ind train fares would disturb the balance of traffic. The 
Id. fare had been increased to 13d. both by train and bus, 
but the increases in road fares were to be given by shortening 
by one stage the standard distance (two stages for each 1d.) 
covered by cach fare, thus retaining the equilibrium between 
road and rail. In consequence the alteration in automatic 
machines was confined to the 14d. fares. Had other half 
penny increases been made it would have involved a large 
cutlay on automatic machines or a considerable addition to 
the ticket-issuing staff on the railways. In the case of 
workmen’s return fares a minimum of 3d. had been adopted 
where, immediately before May 1, 1949, a minimum of 2d. 
applied, and the maximum increase on any workmen's 
return fare was 1d. 

Continuing his evidence on Tuesday, Mr. Thomas said that 
sin the intensive air raids started over London, traffic had 
declined substantially. On the railways the loss of traffic in 
ld. fares had been 20 per cent. 

Sir William. Wood on Tuesday undertook to give on 
Monday, September 2, such further information asked for by 
various objectors as would bx possible. 

The inquiry was adjourned until Monday, September 2. 
MAIN LINE COMPANIES AND LONDON PASSENGER TRANSPORT 
BOARD (INCLUDING OWNERSHIP PROPORTION OF JOINT LINES) 


Estimated Yield from Sundry Increases in Rates and Charges Since 
August 31, 1939, Other than from 10 per cent. Increase Imposed on 
May |!, 1940 


1.9.39 1.4.40 1.7.40 1.10.40 
to to to to 
31.3.40 30.6.40 30.9.40 30.9.4] 


Main-Line Companies £ £ £ £ 
(a) Withdrawal cf 2s. 6d. per ton 
rebate on coal tipped into barges 


in London ie ; 2,000 10,000 40,000 
(b) Customs clearance charges... 3,000 4,000 4,000 16,000 
(c) Demurrage charges... ; ° - . vs 
(d) Road transport goods services 8,000 3,000 3,000 13,000 
11,000 9,000 17,000 69,000 
London Passenger Transport Board Nil Nil Nil Nil 
£106,000 


* To be re-examined at next review 
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NOTES AND NEWS 


Hays Wharf Cartage Co. Ltd. 
The nominal capital of this company, 
which is a subsidiary of the four main 
line railway companies jointly, has been 
increased by £1,000,000 in £1 ordinary 
shares to (1,350,000 ; 


New Locomotive Depot at Halifax 
N.S.).—Mr » J Hungerford, th: 
other Canadian 
Railways officers imcakanis 
fax, Nova Scotia, to inspect 
the site for the 







Presiden ind ten 


propos d locomotive 


THE RAILWAY GAZETTE 

of $32,831,405 in comparison with the 
first seven months of 1939, and the net 
earnings of $20,372,668 go against a 
deficit of $290,491. 


Central Depot for Precast Con- 
crete Units, L.N.E.R.—JIn view of the 
increasing demand for concrete articles, 
the L.N.E.R. has decided to centralise 
the manufacture of precast concrete 
units. This will facilitate the increase 
of production and reduce costs. The 
limitation in the supply of timber is 
being met largely by the use of precast 
concrete units, and experimental sleeper 


fugust 30, 1940 


the war and to ensure that all peacetim 
work that could be was suspended a 
rapidly as_ possible. Such estimat« 
were not based on the peacetime stat 
required for a particular piece of wor! 
but the matter was viewed entirel 
afresh. Having arrived at what aj 
peared to be a reasonable estimat 
steps were then taken to re-allocate th 
staff of the ministry to war functions 
and any surplus was placed at th 
disposal of the Treasury for re-allocatio: 
elsewhere. 








depot at Fairview, necessitated by blocks and beams made of reinforced sae a ° , 

increased traffic through the port Che concrete are under practical test in the British and Irish Railway 
new shed will house 18 locomotives and track. Stocks and Shares 1 
there will be extensive additions to the 


Renaming the ‘‘ Castle’’ Class 








vard . e . r . 
Engines.—The Great Western Railway Prices 
Road Haulage Consultative Com- Castle ’’ class locomotives are to be 30. So. 
mittee.—The Minister of Transport is named affer well-known aircraft. To Stocks Toor 3 Aug. 
setting up a Road Haulage Consultative begin with ten ‘‘ Castle "’ engines will I = Ff Stee : 
Committee consisting of representative be given the following names: 7 
of holders of “ A and B licences Fairey Battle Beaufort 
i nin) Rite G.W.R. 
with an official chairman and secretary Swordfis Lysander Cons. Ord. ... | 38 214 28 4 
Che purpose of the committee will be to Hurricane Defiance 5% Con. Pref. 92 71 Ld | 
facilitate discussion between the Minis Blenhcim Lockheed 530 a Pref. (1950). ae = a — : 
ter and the r ad haula x industry The Wellington Gladiator 4{°, Deb 1054 933 1034 : 
committee will have no executive —— ~ " p 44° Deb 110 10948 ee | I 
erase Egyptian Delta Light Railways 24° —. . o4 = ( 
" ion e r4 a e K e 
= Limited—At a meeting of the 5 per — 5% °Re. Charge 117 104 1094 : 
Trading: with the Enemy.—The cent. debenture holders on August 27, 5 Cons. Guar. ais | 
Board of Trade made a new Order, a moratorium in respect of the deben- L.M.S.R. ' 
effective from August 19, which contains ture interest was agreed. Lord } og ee (1923)... ye 20 321 : : 
144 additions to th black list’ of Greenwood, who presided, said that it 4% Pref. ...  ..| 634 | I$ | 475 . 
traders in neutral countries with whom was imperative for the company to 437 — a fi as iy 7 . 
1 - 4 . a T . 
it is unlawful to have dealings of any conserve its cash resources, which had 5% Red. Deb. (1982) 109 101; 106 - 
kind. Further additions will be made in been strained by the heavy cost of fuel —  * a cal Mies - 
the near future. The Order is publishe and stores together with the fall in L.N.E.R. 
‘ : . ° \ ’ 
bv H.M. Stationery Office under the receipts. For many years it had suf- a oe a 3 : + 
title of the Trading with the Enemy fered from severe competition from 4% First Pref. | 384 19 303 
Specified Persons) (Amendment) (No road transport which was still just as 52 Red. ret (955) be - = 
10) Order, 1940 (Statutory Rules & acute, as apparently there was no 4% First Guar. -| 7 | @ 674 ° 
Order, 1940. No. 1468 shortage of petrol in Egypt and road 3° D — ee ws tf pA = | 
; ae : aa transport had not been curtailed. The 4°, De ‘ <i 76 82 | t 
Canadian National Earnings. company had received permission to 5% Red. Deb. (1947) roel = 103, 
ei . T . o T 
Gross earnings of the Canadian National increase its charges, but this had not so Red. Deb. I 
Railways in July, 1940, were far improved receipts. SOUTHERN | 
$22 395,032, an increase of $6,831,384 ; Pref. Ord. ... aw} 464 46 _ 
in comparison with July, 1939. Opera Ministry of Transport.—A memo- Def. Loy ve 19S 7 10 
ne . . > 999 > ] Ms MiG : he, a 5% . 100 76 77 i 
ting expenses amounted to $18,222, 446, randum by the Ministry of Transport on 54, —_ Pref. (1964) 102% 94 874 | 
with an increase of $2,873,725, result the fourth report of the Select Committee 30 oo. —_ eS a i oa : 
ing in net earnings of $4,172,586, on National Expenditure states that in @1957) nes . it 3 ( 
which were $3,957,659 higher’ than the period before the war every effort M4 — oz = 1084 1094 134 1 
those of July, 1939 \gvregate gross was made to estimate as precisely as 49%, Red. Deb. (1962 106- 93° 1014 
earnings for the first seven months of possible the organisation and staff that Py | d. Deb. (1970 102 %6 1004 
1940 totalled $136,076,583, an increase would be required in the early days of 80) easel ia f 
FORTH BRIDGE ( 
, Deb ea =e 981 81 87; — s 
. r $ ”G r. ine sas 95 80 85 —_— 
Irish Traffic Returns - ' 
— I 
ax * ; coo 1S 103 107 — a 
Totals for 33rd Week Totals to Date 5% A ~ eee 123 1063 113 
44° “TRA. ion) 10042 102 _ 
IRELAND 5% * 8° = co | DEES 102 1044 1 
Ay ae : 
1940 1939 Inc. or Dec 1940 1939 Inc. or Dec aes as 84 63% 28 a 
- MERSEY € 
| 244% | 17% | 208 _ : 
£ £ £ £ £ £ 4% Perp. Deb... 93 4 89 — , 
Belfast & C.D pass 4,581 4,199 382 107,295 88,233 19,062 3°, perp. _ 7 est 594 © ( 
(80 miles) goods 630 449 1s! 17,849 14,436 3,413 3° Perp. Pref es 55 494 544 _ 
total 5,211 4,648 563 125,144 102,669 22,475 k 
IRELAND 
Great Northern pass. 16,200 18,400 2,200 392,200 374,100 18,100 BELFAST & C.D. 
(543 miles) goods 12,750 | 9,200 3,550 403,150 330,050 73,100 Ord. - 6 3 a _ t 
total 28,950 27,600 1,350 795,350 704,150 91,200 I 
G. NORTHERN 
Great Southern pass. 49.727 61,252 11,525 1,157,780 1,210,560 52,780 Qed. cc ian aus 6 24 2 t 
(2,076 miles) grods | 45,917 35,167 9750 1,490,012 1,323,030 166,982 V 
total 95,644 97,419 1,775 2,647,792 2,533,590 114,202 G. SOUTHERN e 
Ord. ... eos eve 134 8 6 
L.M.S R. (N.C.C.) pass 7,970 7,610 360 187,020 160,130 26,890 Pref. ... oon eee 26 10 224 — t 
(247 miles) goods 4,270 2,500 1,770 120,220 95,180 25,040 Guar. se aed 404 22 20+ —_ 
total | 12,240 10,110 2,130 307,240 255,310 51,930 Deb. ... non on 57 453 42 —4 _ 
| t 








XUM 





XUM 


August 30, 1940 


Crown Agents for the Colonies 


COLONIAL GOVERNMENT APPOINTMENTS 


Applications from qualified candidates are invited 
r the following post 

ASSISTANT MECHANICAL ENGINEER required 
the Palestine Railways for two tours of 18 to 24 
residential service with possible permanency 
, £P430 a year, rising to £P550 a year, the initial 
] ] 





c ording to qualifications 
experience An expatriation allowance of £P50 
in temporary and variable cost-of-living 
it present fixed at the rate of {P48 a year, 
pavable (£P1 equals £1 Fre¢ 
preferably unmarried, age 27-35, must 
\ 5 mechanical 
nstitute 


eering 


eiIng fixed at 









passages 
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OFFICIAL NOTICES 


Indian State Railways 


invited for two appoint nents in 


Applications are 
Commercial Depurt 


the Transportati 
ments of Indian Stat 









jects of noi-Asiati 
n 21 and not more 
1940 They 


ti or other 











t iting 
Dep nt’ of 
ing sound 
Appointment wit 
prospects of permaner tion 
to the higher grades, strati 
posts in the Departmic 
Further particul ni 
obtained, on Ap nt 
ment 18.1 n rT lia 
General Depar ri . Lo 
W.C.2 ' te f pplicati 





16th September, 1940 
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OFFICIAL ADVERTISEMENTS 
QFEICIAL ADVERTISEMENTS intended _ for 


insertion on this page should be sent in 
as early in the week as 7 ble. The latest time 
cial advertisements for this page 
. e « ent week’s isstie is noon on Wednesday, 
All advertisements should be addressed to The 
Railway Gazette, 33, Tothill Street, Westminster, 
London, $.W.1. 














Universal Directory of Railway Officials 
and Railway Year Book 
46th Annual Edition, 1940-41 
Price 20/- net. 
THE DIRECTORY PUBLISHING CO., LTD. 
33, Tothill Street, Westminster, S.W.1 








Contracts and Tenders 


Under the Spanish Government De 
cree of March 12, 1938, authorising a 
programme of rolling stock construction, 
orders were placed in Spain with Bab 
cock & Wilcox Spanish subsidiary of 
Bilbao, the Maquinista Terrestre of 
Barcelona, the Euskalduna Company, 
and the Devis Company for 40, 55, 40, 
and 15 locomotives respectively. So far 
63 of the locomotives have been de- 
livered, including the first of the 4-8-2 
type for the M.Z.A. illustrated and 
described in THE RAILWAY GAZETTE of 
\ugust 16, p. 175. 

The Beasin Company is supplying the 
bulk of an order for 3,000 20-ton 
standard goods wagons. 

lhe above stock is being delivered to 
the principal Spanish railway systems. 

The Bengal-Nagpur Railway Co. Ltd 
has placed an order for locomotive spare 
parts with Bever Peacock & Co. Ltd. 

[The South Indian Railway Co. Ltd. 
has placed orders with Thomas F. 
Johnson for approximately 6,000 gross 
to the 
Inspection of Messrs. Robert White & 
Partners. 


of wood screws, set screws, etc., 


Peruvian Corporation has let the 
following contracts : 

2 oil transfer piston pumps: Jones, Burton & 
Co. Ltd., Liverpool Portable motor generator 
set Murex Welding Processes Limited Vul- 
canised hose: Wooding & Co. Ltd India 
Rubber Tiling: India Rubber, Gutta Percha, 
and Telegraph Works Co. Ltd 

The French collapse is. likely to 
improve British trade with Turkey, 
according to trade circles at Ankara 
quoted by Keuters. [Transport diffi- 
culties in the Mediterranean remain an 
obstacle, but a counterbalancing ad- 
vantage is that Britain is able to ear- 
mark for Turkey certain supplies hither- 
to almost entirely monopolised by 
France These include steel, machine 
tools, machinery, hides, tin, and rail 
wav material, all of which Turkey is 
extremely anxious to obtain. The 
figures of Turkish trade for the first 
six months of the current year show 
that Britain supplied Turkey with 


14 per cent. of the latter’s total imports 
at a value of over £1,000,060 sterling, 
compared with 6 per cent. for the corre 
Britain took 

£1,500,000 


sponding period last year. 

13 per cent. valued at 
sterling, of Turkish exports, compared 
with 3 per cent. for the corresponding 
period last vear. Germany, which in 
the first six months of last year supplied 
Turkey with 53 per cent. of her imports, 
this year had dropped to 143 per cent. 
In the first six months of last year, 
Germany took 49 per cent. of Turkey’s 
exports, while this vear she took only 
73 per cent. 

The Trade Commissioner at Johannes 
burg reports that the South African 
Railways & Harbours Admunistration, 
Stores Department, is calling for tenders 
for the supply and delivery of 350 track 
jacks Tenders endorsed ‘* Tender No 
2895 for Track Jacks’? should be 
addressed to the Chief Stores Super 
intendent, Room 3, Park Chambers, 
Rissik Street, Johannesburg, or P.O 
Box 8617, bv whom they will be received 
up to 3 p.m. October 17, 1940. Local 
representation Is essential 


The Ministry of Supply has made a 
further Order, entitled the Control of 
Machine Tools (No. 4) Order, 1940, 
governing the disposal of used machine 
tools. This enables a person to dispose 
of a machine tool acquired for use 1n 
his business and not for re-sale, without 
a licence under Article 1 of the Control 
of Machine Tools (No. 3) Order, 1940, 
providing the purchaser is (a) a person 
who requires the machine for use and 
not for re-sale, (b) a Government De 
an authorised dealer 


partment, or (¢ 
UNAUTHORISED USE OF SYMBOLS 

It has come to the notice of the Iron 
&. Steel Control that some contractors 
have been using symbols without first 
obtaining the written authorisation of 
the Department concerned. In some 
cases failure to obtain the 
authority has resulted in contractors 
using the wrong symbols. The Iron & 
Steel Control points out that in every 
case sanction in writing should be 
obtained from the appropriate Depart- 


necessary 


ment 
job or 


obtain 


before applying a symbol t 


jobs. 


> a 
Sub-contractors should 
written confirmation from the 
main contractors We are informed 
that a serious view will be taken by 
the Ministry of Supply of any future 
failure to comply with these regulations. 








Staff and Labour Maiters 

National Arbitration Tribunal 

Che first decision of the National 
Arbitration Tribunal, established by 
the Minister of Labour for the hearing 
of wartime industrial disputes, 
was issued last 


which 
week, awards an in 
wages in the printing and 
in provincial and 
suburban London newspaper works and 


crease of 


; é 
Kindred 


trades and 


offices. Mr. Justice Simonds presided 
at the hearing of the case, and the 
other members of the tribunal were 
Sir John Forster and Sir Hector 


Hetherington, with Mr. J. W. Bowen 
from the trade union panel) and Mr. 
Herbert E. Parkes (from the employers 
panel Che award states that the dis 
pute arose out of a claim for advances 
in wages of 10s. a week for men and 
women doing men’s work, 7s. 6d. a 
week for other women, and 4s. for 
Juve nile S, or girls. The 
claim was made by the Printing & 
Kindred Trades Federation on the 
British Federation of Master Printers 
and the Newspaper Society. After con 
sideration of the statements and sub 
missions of the parties the court awards 
the following advances: for men and 


whether boys 


work, 5s. a week; 
women, 2s. 6d.; juveniles, 
Is. 6d. [The increases are to be paid 
immediately. 
Road Haulage Wages 

A meeting of the Central Wages 
Board is to be held in London on 
September 4 to consider an application 
by the trade unions for an increase in 
the wages of road haulage workers. No 
amount of stated, 
but the board has been requested to 
review the whole question of the 


women on men’s 


increase has been 


workers’ wages. 
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Railway Stock Market 


Ihe very idle conditions ruling on the remained at 103 L.M.S.R. ordinary share markets been reasonably active thi 
Stock Exchange have been reflected by an reacted slightly to 113, and the senior week, it is quite possible home railwa 
ier tendency in security values, but preference was 473 rhe 1923 preference junior stocks might have shown consider 
im most sections, movements on_ balance at 32) was unchanged on balance, but able fluctuations. The fact that, as i 
have been small and relatively unimpor elsewhere, the guaranteed stock reacted a most other sections of the Stock Ex 
t Moreover entiment has been point to 773 At 106, L.M.S.R. 5 per change, movements have been’ with 
ted by the continued absence of sell- cent. debentures were again unchanged; narrow limits, must be attributed main] 
sure Bearing in mind surround the 4 per cent. debentures were fraction- to the very inactive market conditior 
g market conditions, and the widespread illy bgtter at 93 now prevailing 
tendency to await the outcome of the \t ne time better demand was _ re- Among foreign railway securities ther 
nquiry into the proposed further increase ported for L.N.E.R debentures; on was a steadier tendency in stocks of th 
| ‘ harges, the trend in home balance the 4 per cents improved from 81 Argentine companies, due to absence 
ilwan ecurities was better than might to 823, and the 3 per cents were 63, com- selling Very little buying was reporte 
been expected Although in some pared with 614 a week ago In common although it would appear that 
tanes vest prices recorded in the past with other home railway junior stocks, numerous cases, debenture stocks are 
vere not held, various deben those f the L.N.E.R. were steadier than levels which more than discount the situ 
ind guaranteed stocks were slightly might have been expected, having regard tion in regard to traffics. Central Arger 
tter on balance The investment merits to the uncertainty surrounding the rates tine 5 per cent. and 4 per cent. debe 
of the securities al f course, generally ind fares inquiry Che first preference tures were both a point down at 28 
ised ul] yields compare favour was 30, compared with 303 a week ago, B.A. Gt. Southern 4 per cents remained 
those offered by securities of ind the second preference kept at 10. 36 Moreover, B.A. Western 4 per cent 
juivalent status It is, therefore, not Among guaranteed stocks the firsts at were slightly better at 314, and Ent: 
irprising that man home railway prior 67! were the same as a week ago, and the Rios 4 per cents kept at 40 Elsewhere 
ree tocks remain in short supply in seconds 57, compared with 563. Southern the main point of interest was a_ bette 
preferred at 443, was a point down, while tendency in San Paulo ordinary, which 
Great Western rdinat toc] it 271 the deferred kept at 9} The 5 per cent. following last week’s reaction, has in 
ily fractionally lower on balance preference it 76) was also unchanged; proved a point to 25 Among Canadiar 
t 5 per cel preference was main the 4 per cent. debentures remained at securities Canadian Pacific Railway pre 
, 79. Moreover, at 106 the guar 99, and the guaranteed stock improved ference stock lost in earlier = sma 
tock was slightly better on the lightly to 106 London Transport ‘* C ”’ improvement, but at 45 the quotation wa 
| $ per cent lebentures remained at 28} Had the stock and finally unchanged on balance. 








Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 




















Traffic for Week 2 Aggregate Traffics to Date Prices 
Miles / > Shares e 
Railways open — s Totals or Son So Os a — 
1939-40 ‘ T Inc. or Dec ° Increase or Stock Ln a) + wt? 
otal compared ; Decrease = .= = as 
this year with 1939 3 This Year Last Year ~ ° Z 2~2 
£ £ £ £ £ 
Antofagasta (Chili) & Bolivia 834 18.8.40 8 250 4110 33 575,210 421,749 153,470 Ord. Stk 103 44 5 Nii 
Argencine North Easter 753 17.8.40 ps. 164,900 ps. 21,800 7 ps. 1,204,800 ps. 1,305,700 — ps.100,900 ra 45 2 2 Nil 
174 July 1940 4,050 150 30 28,630 29,150 520 6p.c. Deb 7; 53 63 Nil 
- Bonds. 53 44 6* Nil 
nos Ayres & Pacific 2,801 17.8.40  ps.1,112,000 ps. 88,000 7 ps. 7,785,000 ps. 8,841,090 ps.!,056,000 Ord. Stk. 5+ 2 2 Nil 
nos Aires Central 190 22.6.40 $94,900 $45,200 52 $4,912,490 $5,293,600 $381,200 
Buenos Ayres Gt. Southerr 5,08 17.8.40 ps. 1 843,000 ps. 61,00C 7 ps.13,359,000 ps. 13,666,000 ps. 307,000 Ord. Stk 133 43 4 Nil 
Buenos Ayres Western 1,930 17.8.49 ps. 606,000 ps.37,000 7 ps. 4,388,000 ps 4,854,000 ps. 466,000 * 104 4 3 Nil 
« | Central Argentine 3,700 17.8.40 _ ps.1,374,000 ps 572,500 7 ps. 10,144,700 ps. 15,171,259 ps5,026,550 - 1g 4 3 Nil 
= Do Dfd 4 14 2 Nil 
© | Cent. Uruguay of M. Video 972 17.8.40 18,683 3,539 7 120,491 119,843 848 Ord. Stk 24 % 14 Nil 
< Costa Rica ae 18 May 1940 17,282 7,020 48 193,339 245,516 52,177 Stk. 244 18 17+ ile 
_ | Dorada 70 July 1940 13,200 1,300 30 85,200 95,100 9,900 I Me. Db. 1044 102 98 6x5 
f | Entre Rios 810 17.8.40 ps. 225,600 ps. 48,200 7 ps. 1,711,200 ps. 2,034,400 ps 323,200 Ord. Stk 6 3 14 Nil 
=< Great Western of Brazi 1,016 17.8.49 6,700 + 1,900 33 329,600 265,000 + 64,600 Ord. Si 3 1/24 vs Nil 
. International of Cl. Amer 794 June 1940 $464,143 $31,059 26 $3.305.093 $3,234,012 + $71,081 - 
U | Interoceanic of Mexico Ist Pref 743d 74d. $ Nil 
* | La Guaira & Caracas 223) July 1940 6,175 315 30 45.615 41,920 + 3,695 
+ | Leopoldina 1,918 17.8.40 24,963 366 4633 730,433 646,208 + 84,225 Ord. Stk 2+ ; | Nil 
Mexica 483 14.7.40 ps. 280,500 ps. 28,690 2 ps 541,200 ps 539,200 ps 2,000 a 13 4 t Nil 
Midland of Uruguay . 319 June 1940 10,590 + 3,473 52 131,300 104,319 + 26.981 . = - 
Nitrate 336 15.8.40 10,280 + 5,399 32 113,699 75,199 + 38,500 Ord. Sh 2% 4 lé 7H 
Paraguay Central ‘ 274 17.8.40 $2,855,000 $521,000 7 326,254,000 $25,694,000 $560,000 Pr. Li. Stk 454 36 33 153 
Peruvian Corporation 1,059 July 1940 65,421 + 1,015 4 65,421 64,406 + 1,015 Pref 1% *% 2 Nil 
Salvador ; 2 100 20.7.40 +10,822 e1,472 3 32,272 €33,132 ¢860 
in Paulo 1534 11.8.49 32,125 2,895 32 1,197,535 1,058,700 + 138,835 Ord. Stk 338 20 244 107 
Taltal 160 June 1940 830 1.625 52 29,590 33,700 — 4,110 Ord. Sh. 3 6/6 + 93 
United of Havana 1,353 17.8.49 14,107 1,531 7 113,199 113,156 43 Ord. Stk 2 4 4 Nil 
Uruguay Northern 73 June 1940 gs5 + 179 52 13,244 11,366 + 1,878 
= ( Canadian National 23,695 14.8.40 931,354 231,999 32 29,039,547 22,029,504 + 7,010,042 - — 
2 Canadian Northern - 4 p.c. Perp. Dbs 743 60 724 54 
4 Grand Trunk — 4p.c.Gar. 1004 76 102 343 
U | Cancdian Pacific 17,153 21.8.40 662,200 135,000 33 20,170,890 16,268,000 + 3,902,800 Ord. Stk. 73 34 3* Nil 
Assam Benga ; 1,329 30.4.40 45,187 + 6,529 4 135,060 120,437 + 14,623 Ord. Stk 764 60 714 4X 
Barsi Light 202 10.6.40 2,760 52 10 27,367 22,357 | + 5,010 - - - 
+ | Bengal & North Western 2.091 July 1940 219,225 + 26.086 18 1,030,913 906,507 + 124,406 Ord. Stk. 277 2294 240 6 
« | Bengal Dooars & Extension 161 31.5.40 4.567 + 1,449 9 23,228 15,781 + 7,447 = 91 84; 215 3 
> 4 Bengal-Nagpur 3,269 20.5.40 247,650 + 17,103 7 1,252,950 1,161,007 + 91,043 od 943 834 924 45 
= | Bombay, Baroda & Cl. India 2,986 20.8.40 199,875 11,850 20 3,703,125 3,297,075 + 406,050 o 108 90 102; c% 
Madras & Southern Mahratta 2,967 30.6.40 150 300 23,336 13 1,632,994 1,605,552 + 27,442 ms 10445 92 993 73 
Rohilkund & Kumaon 571 July, 1940 46,575 + 8,291 18 239,490 190076 + 49,414 - 280 263 250 63 
South Indian 2,542 10.7.40 120,797 + 6,805 14 1,232,407 1,183,237 + 49,170 ‘- 1024 88 854 Ss 
Beira P sai ‘ 204 June 1940 82,307 39 664,403 - , 
Egyptian Delta 623 10.5.40 4,591 602 6 19,436 20,384 — 948 Prf. Sh. + 4 3 Nil 
Kenya & Uganda 1,625 _— - - 
3 | Manila ‘ B. Deb. 55 39 47+ 7% 
24 Midland of W. Australia 277 May 1940 13,908 192 48 145,304 165,763 20,459 Inc. Deb 914 874 824 45 
2 | Nigerian ‘ 1,900 29.6.40 57,130 35,366 13 499,238 370,507 + 128,731 - — — — - 
> | Rhodesia -- 2,442 June 1940 428,043 39 3,473,254 _ _- 
| South Africa : 13,287 27.7.40 $95,187 37,932 «(17 11,287,586 10,801,957 + 485,629 — ~ 
Victoria , 4,774 May 1940 745,469 55.455 48 9,145,264 8,666 883 + 478,381 : - 
Note. Yields are based on the approximate current prices and are within a fraction of 7 Argentine traffics are now given in pesos 
* Quotation is of June 17, 1940; dealings subsequently prohibited + Receipts are calculated @ Is. 6d. to the rupee 
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